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The Port of Fiume. 

The subject for this month’s supplement is the Port of Fiume, 
and an illustrated article giving details of improvements and 
new works under construction is given on another page. 

This port, in conjunction with several other Italian ports, is 
showing a great revival in trade figures, and the Italian 
Government is doing all in its power to further the advancement 
of these ports with the purpose in view of increasing imports 
and exports, thereby putting the country in a more flourishing 
condition. Loans have been granted by the Gévernment for 
the purpose of carrying out the necessary improvements which 
are required to bring these ports into a state of efficiency 
whereby trade can be handled quicker. 


145 Acres of New Dock Works. 

This year will see the opening of the new dock at Brom- 
borough upon which so large a sum of money has been spent, 
and which will, in due course, assist the two enterprises of 
Lever Bros., at Port Sunlight and Bromborough, in the prompt 
and economical handling of their most important raw materials. 
Work on the dock has already been in progress over six years. 
In addition, the year will see developments at Bromborough in 
the oil refineries and margarine works, bringing further industry 
in their train. The new dock will take sea-going vessels up 
to 10,000 tons for direct loading and unloading. The dock 
work covers 145 acres and has a river frontage of 1} miles. 
The deep water area is 18 acres with 2,400-ft. of quay length. 


Lloyd’s Register Shipbuilding Returns for the Quarter ended 
3lst December, 1929. 

From the statistics issued by Lloyd’s Register of Shipping 
regarding vessels under construction at the end of 
it will be noted that in Great Britain and Ireland there is an 
increase of 111,899 tons in the work in hand as compared with 
the figures for last September, and that the present total— 
1,560,254 tons—is 317,460 tons greater than the tonnage which 
was being built at the end of December, 1928. 

It may be of interest to state that about 161,000 tons of the 
tonnage now in hand in this country are intended for the British 
Dominions ; about 234,000 tons for Norway; and about 253,000 
tons are for other foreign shipowners or for sale. 

The tonnage now under construction abroad—1,550,626 tons 
—is 181,642 tons greater than the work which was in hand at 
the end of September. 

Five countries abroad have 150,000 tons under 
construction, viz.: Germany, 253,256 ; Holland, 231,93 
tons; Japan, 183,570 tons; United States, 179,062 tons; and 
France, 167,177 tons. 

The total tonnage under construction in the world amounts 
to 3,110,880 tons, of which 50.2 per cent. is building in Great 
Britain and Ireland, and 49.8 per cent. abroad. The average 
percentages in the last twelve months before the war were 57.2 
for Great Britain and Ireland and 42.8 for abroad. 

In Great Britain and Ireland 499,020 tons were commenced 
—an increase of about 139,000 tons over the similar figures for 
the September quarter; and 472,938 tons were launched-—an 
increase of about 103,000 tons. Similar figures for abroad are 
477,484 tons commenced, and 370,180 tons launched. 

A large increase as compared with the previous quarter is 
shown in the tanker tonnage under construction, the present 
figures being 85 vessels of 627,756 tons, of which 52 vessels 
of 397,559 tons are being built in Great Britain and Ireland, 
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and eight vessels of 74,445 tons in Germany. It is of interest 
to note that of the 85 tankers under construction, 73 are motor- 
ships. 


The tanker tonnage now building represents over 20 per cent. 
of the total steam and motor tonnage under construction in 
the world. 


The tonnage of motorships under construction in Great 


Britain and Ireland (765,912 tons) amounts to aver. Y7 per 
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cent. of the tonnage of steamers building, while the motorship 
tonange being constructed abroad (971,922 tons) exceeds by 
nearly 73 per cent. the tonnage of steamers. 

The continued progress in the employment of the internal 
combustion engine for the larger vessels is indicated by the fact 
that while there are now building in the world 79 motorships, 
each of 8,000 tons and upwards, only 28 steamers of such size 
are under construction. These figures include 15 motorships 
and six steamers each of 15,000 tons and upwards. 

The table respecting marine engines unfortunately does not 
show complete world figures for marine engines of all types, 
as the figures for steam turbine engines building in Germany 
are not available; but the table shows that the indicated horse- 
power of reciprocating steam engines now building or being 
fitted on board amounts to about 540,000 horse-power, while 
the figures for oil engines aggregate about 1,502,000 horse- 
power. 

The pre-eminent position which Lloyd’s Register retains 
amongst the Classification Series of the world is demonstrated 
by the fact that the actually under construction 
throughout the world under the inspection of Lloyd’s Register 
reaches 1,911,841 tons, of which 1,222,934 tons are being built 
in Great Britain and Ireland. 
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Competition among Ports. 


All know that Aden is a well-known distributing centre of 
trade, but that it is unfortunately losing much of its importance 
and supremacy owing to the sharp competition of the neigh- 
bouring ports is very much to be regretted. The coffee, hides 
and skins that used to be imported at Aden from Abyssinia 
is now directly exported to Europe from the French port of 
Djibouti. There is reduction in the import of 
Yemen produce owing to the arrival of Italians, Greeks and 
Russians at the Port of Hodiedah, where they buy coffee and 
ship it to Genoa via Massawa or to Marseilles and Odessa. 
Groceries and foodstuffs forwarded in large 
quantities from Aden to Mokalla and Shehar. Direct  ship- 
ments are’ made to these ports from Bombay and Calcutta 
Several traders, it is understood, have left Aden with a view to 
examining other centres of trade in Yemen, British Somali- 
land and Kenya Colony. There is a possibility of a revival 
of the trade supremacy of the Port of Aden if a bank helps 
by making advances against goods shipped from this port to 
rate of interest 
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Europe and by making loans at a reasonable 
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Leith Docks Commission. 

discussed a proposal put 
forward by a Labour member that a full inquiry be made into 
the whole matter of the position of Leith 
the composition of the Commission and the Council with regard 
to public services, etc., when, by a substantial majority, it 
was agreed to take no action in the matter. Treasurer Harvey 
expressed the opinion that the Dock Commission was suffering 
from post-war depression of trade; from the change of trade 
with the Baltic ports; from the the export 
trade; and from unfair competition by railway-owned docks. 
This was a national matter (the same speaker urged), and 
the Government ought to take it up and that a square 
deal was given as between one dock and another. ‘‘ The lack 
he not due to bad management, 
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of prosperity,” added, is 


but economic circumstances are entirely responsible for any 
chance we have of throwing mud at the Dock Commission.’’ 
Corriegenda. 

In the January, 1980, issue of The Dock and Harbour 


Authority, there appeared on page 70 an article entitled: ‘‘ The 
Port of Devonport, Tasmania.’’ The first line of this article 
reads: ‘‘ In 1928 the River Mersey, Tasmania, was practically 
Thié should read; ‘‘ In 1828,”’ 
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Italian Harbour Affairs. 





RIEF reference was made to the question of the Port 
of Naples in last month’s article, but since then the 
problem has been the subject of further discussion in 
business quarters of Naples as well as in the Press, 

and particularly in the ‘‘ Mattino’’ and in the ‘* Porto.”’ 
According to the report of Comm. Musso, president of the 
Maritime Section of the Chamber of Commerce at Naples, 
during the course of a meeting which has recently taken place 
there under the auspices of H. E. Castelli, the Royal High 
Commissioner for Naples, shipping at this port has shown a 
decrease during 1929, owing to the fact that the satisfactory 
wheat crop here and the development of the exploitation of 
hydro-electric resources has caused a decrease in the imports 
of cereals and coals. There is instead an increasing tourist 
trade, and steps should be taken to increase to the maximum 
the development of this trade. It is true—says the report— 





would appear that H.E. Castelli has decided to take the matter 
up energetically, and the success he has had in the re-organi- 
sation of the various branches of activity in South Italy in 
general is a guarantee that sooner or later the Port of Naples 
will be developed to its largest extent. 
According to the latest cables, Marquis Negrotto Cambiaso, 
the president of the Consorzio Autonomo del Porto at Genoa, 
has seen Premier Mussolini in Rome about the further harbour 
extensions required at Genoa in connection _with the new 
47,000 tons super liners, which are to be built in the course 
of the next few years, and it would appear that he has suc- 
ceeded in obtaining the necessary funds for this purpose. 
Genoese business quarters are, however, also after the setfle- 
ment of the question of construction of the new railway from 
Genoa to Milan. The first portion from Milan to Arquata is 
already in operation, while the project relating to the line from 

















Cranes on Warehouses Nos. 62 to 64, Mole VI., Trieste Free Port. 


that the construction of the maritime passenger station has 
made large progress, but this does not as yet settle the ques- 
tion of Naples shipping. If the wheat and coal imports are 
decreasing, efforts should be made to increase general mer- 
chandise trade, and, for this purpose, it is necessary—con- 
cludes the report of Comm. Musso—to take necessary steps 
to avoid charges and taxes at Naples being higher than at 
other ports. Furthermore, the report in question refers to the 
problem of connecting the industrial zone of the Port of 
Naples with the commercial harbour; to the construction of 
the large drydock and to the creation of special railway rates 
favouring trade at Naples. In the opinion of the Press these 
are not the only steps which should be taken at Naples as the 
** Porto ’’ requests :— 


1.—The unloading facilities should be extended along the 
quays with particular regard to coal, oil, lumber 
trades, etc. 


2.—That charges should be cut down. 


3.—That the organisation of the general bonded stores 
and of the free port should be improved, 


Anyway, it is certain that the geographical position of Naples 
is such that this harbour is attracting much more tonnage than 
Genoa, and, as a matter of fact, certain foreign lines such as 
the Orient Line, the Nippon Yussen Kaisha and some others 
are calling at Naples on their way to the Near and the Far 
East, while they are leaving out Genoa. Until a few years 
ago the Adria Line maintained a regular service from Naples 
to Batoum, while the Rumanian State Shipping Co. in 1926 
stopped the express mail service between Naples and Galatz. 
The trouble has always been that all these ships unloaded little 
cargo at Naples; also because labour is rather slow; but it 
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Arquata to Genoa is about to be terminated. The construction 
of this second part of the line involves an expenditure of 600 
million lire, but at present the Treasury is heavily engaged 
with the construction of the railway from Bologna to Florence, 
and consequently the inauguration of the construction of the 
line from Arquata to Genoa must—according to a statement 
which has been made by the Under Secretary of State to the 
Public Works—be delayed also in accordance with the progress 
of the harbour enlargements at Genoa. 

However, the attention of the Government is not confined 
ts. the largest harbours, but improvements are being carried 
out also at smaller ports like Cagliari, where a new set of four 
electric coal elevators has just been put into operation. Accord- 
ing to a decree which has been published in the Gazzetta 
Ufficiale, an additional allowance of 72 million lire has been 
made in connection with the new harbour enlargements to be 
carried out at Bari, and an allowance of 23 million lire for the 
harbour improvements at Civitavecchia where large dredging 
works are being carried out in order to ensure the safe berth- 
ing of ships of any size and thus preventing the possibility of 
congestion. The new grain silos have much improved the 
position of the harbour from the point of view of unloading. 
However, a new project for further extension which will cost 
25 million lire is being prepared, as it is expected that sooner 
or later trade at Civitavecchia will reach 2,000,000 tons. The 
Harbour Board of the Provveditorato del Porto has approved 
the new agreement to be signed with the Grain Silos Co. for 
the construction of three new electric grain elevators having a 
capacity of 260 tons per hour, and the construction of two 
new warehouses with an area of 5,000 square metres on the 
head of the Molo di Levante. 

Statistics are not available as yet for the full period of 1929 
with: all the details in conection with shipping at Italian ports, 
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Ferrvary, 1930. 


Nialian Harbour 


but according to the first jnformation which has been published 
Trieste shipping has reached 5,500,000 tons, which means an 
increase of about 460,000 tons over 1928, and 89 per cent. of 
the pre-war figures. These results assume a_ considerable 
importance taking into consideration that during the 1924-25 
period, when conditions in Germany in general and particularly 
in Hamburg were rather unsatisfactory, and consequently 
Central European merchants did not have any particular interest 
in using North Sea ports, Trieste shipping did ‘not reach 
higher figures. Shipping in Genoa and Venice does not appear 
to have shown much progress if one considers the volume of 
trade, as decreased wheat imports have influenced the situation 
at both ports, but it is evident that if one does not consider 
the wheat trade the situation has still improved. 

It may be interesting under this point of view to consider 
that wheat imports during the past ten months have shown a 
decrease of about 900,000 tons, and an idea of the position of 
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Affairs—continued. 


neglected in fitting the new large cranes on the new large 
warehouses No. 62 and No. 64 (see illustrations) in order to 
unload more goods daily. On the other hand, according to 
a new decree which has been published, the territory of the 
industrial zone of the Port of Trieste has been increased with 
the enclosure of San Dorligo della Valle and other villages. 
But prospects are perhaps even brighter at Fiume, as there 
is no doubt that the present situation must come to an end 
as, commencing January Ist, 1930, the Spanish-Jugoslav 
Treaty of Commerce was put into effect, and consequently it 
has become much more advantageous to ship lumber from 
Jugoslav ports than through Italian ones, and several cargo 
boats have been chartered especially for this purpose in addition 
tu the ordinary tonnage employed in the trade. It is obvious 
tc say that if congestion has been experienced at Sussak before 
the ratification of the above mentioned Treaty, now the situation 


becomes absolutely critical, and the Jugoslavs willingly or 


























Another View of the Cranes on Mole VI., Trieste Free Port. 


the various ports may be had from the examination of the 
following figures regarding the main goods imported at the 
chief Italian ports during the first eleven months of 1929:— 








Coal. Cereals. Cotton, Phosphates. 
Tons. Tons. Tons. Tons. 
Genoa 2,800,824 956,208 180,490 190,987 
Savona 1,545,445 ——_ —— 4,962 
Leghorn 1,066,759 99,806 2,777 56,196 
Civitavecchia 579,581 69,907 120 8,740 
Naples -868,671 320,068 9,513 2,087 
Palermo 270,777 29,567 —_—_ 7,197 
Catania 146,290 66,904 — —_—_—— 
*Trieste 517,530 165,402 16,695 —_—— 
Fiume 49,417 1,378 264 31,744 
Venice 1,169,770 303,689 39,252 119,892 
Ancona 338,021 23,751 122 17,768 
Bari 121,593 50,732 








* Figures concerning the January—September period only. 


Regarding the future prospects of trade at Italian ports, an 
increase of general cargo traffic may be expected at Genoa, 
because special facilities have been extended to individual firms 
such as the Turati Cotton Textiles Factory of the hinterland, 
and because of the interest shown by Swiss importers and 
exporters, at whose disposal two of the large warehouses on 
the Molo Caracciolo have been placed. The question of Swiss 
transit trade through Mediterranean ports is being officially 
taken up by the Italian authorities; in their opinion the inland 
waterways have little influence in the competition of the North 
Sea ports’ activity over the Swiss market, and the whole ques- 
tion depends upon the railway tariffs and from the commercial 
organisation of the North Sea harbours. Consequently efforts 
are being made to reach better results from this point of view 
both at Genoa and Venice, and this is why nothing has been 


. 
unwillingly will be compelled to use the free zone in the Port 
of Fiume which they have rented from Italy since 1924. It 


has been mentioned in the course of the past few days that 
an agreement has been signed in Rome in this connection, but 
nothing is known officially. What is certain is that recently 
three ships which had been kept waiting off Sussak for three 


days were sent to the Thaon de Revel Dock at Fiume. 
On the other hand, reports are being circulated to the 


effect that interests connected with the Royal Dutch Line 
have been searching for a concession for the construction of 
a coast-bunkering station in the territory of the Port of Fiume. 

Taking into consideration that much importance is attached 
among Central European exporters to the frequency of the 
steamship services to overseas markets, it appears of con- 
siderable interest that attempts are being made to come to an 
agreement regarding the re-organisation of the steamship 
services to the Far East through a fusion of the Lloyd 
Triestino, the Marittima Italiana and the Societa Nazionale dei 
Servizi Marittimi into a single concern to be known as the 
Lloyd Orientale. The negotiations in this connection have 
been suspended, but it must be expected that sooner or later 
they will be resumed as the interested parties are claiming an 
increase of the subvention paid by the Government for these 
services, but it would appear that no concession will be made 
unless the various lines get together somehow. From a fusion 
there is no doubt that a better organisation of steamship ser- 
vices will result and consequently better opportunities for 
shipping. 








Bolinder Engines for the Anglo-American Oil Co. 


Messrs. James Pollock, Sons & Co., Ltd., 3, Lloyds Avenue, 
London, E.C.3, have recently supplied and superintended the 
fitting on board the ‘“‘ Osage ’’ of two 350-b.h.p. four-cylinder 
Bolinder engines for the Anglo-American Oil Company. 
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Bombay Port Trust. 


Administration Report for the Year 1928-29. 





General Remarks on the Year’s Working. 

N framing the estimates of receipts for the year under 
review, the trustees were mainly guided by the trade 
conditions prevailing in the latter half of the previous 
year, 1927-28. It was anticipated that the improvement 

which had set in would be maintained during the year under 
report. The receipts under all departments (excluding special 
receipts), after taking into account a decrease of about Rs.5 
lakhs per annum in revenue at the docks and bunders in 
consequence of the 40 per cent. reduction in the wharfage rate 
on bulk petrol and the 50 per cent. reduction on liquid fuel 
exported as bunkers, were estimated at Rs.280.14 lakhs, or 
approximately Rs.1 lakh below the actuals of 1927-28. These 
expectations were more than realised, for the actual receipts 
amounted to Rs.286.08 lakhs or Rs.5.94 lakhs more than the 
estimates. This constitutes a record in the history of the 
Trust, being Rs.5.01 lakhs in excess of the receipts of the 
previous year. 

The total ordinary expenditure budgeted for was Rs.279.01 
lakhs, but supplementary grants to the extent of Rs.2.85 lakhs 
had to be sanctioned during the course of the year for 
unavoidable items not foreseen when the budget was framed. 
Owing, however, to the continued exercise of rigid economy in 
all departments, the actual expenditure for the year was only 
Rs.278.95 lakhs, a saving of Rs. .06 lakhs on the original 
estimates and Rs.2.92 lakhs on the revised estimates. As 
compared with the actual expenditure of the previous year, 
1927-28, the expenditure for 1928-29 shows an increase of 
Rs.5.41 lakhs, but this is entirely due to the following special 


causes :— 
Rs. 
(a) Increase in contribution from Revenue to Special agian 
and Renewals Account . 2.00 
(b) Increase in Municipal General Tax owing to revised assess- 
ment of Port Trust properties ‘ ... 0.69 
(c) Increase in dredging expenditure owing to dredging of 
Alexandra Dock ‘iain ee in one instead of two 
seasons 2.00 
(d) Cost of staff passage concessions for two. years 1927-28 
and 1928.29 aes mon ae bia ot ef 


Total ... 5.46 


In consequence of this additional expenditure, the ratio of 
working expenses to receipts was 51.58 per cent., as against 
50.57 per cent. in the preceding year. 

The budgetted surplus for the year was Rs.58.595 under 
General Accounts and Rs.54,571 under Pilotage Account; the 
actual result was a surplus of Rs.5,95,414 under General 
Account, which has been transferred to the Revenue Reserve 
Fund, and Rs.1,17,313 under Pilotage Account, transferred to 
the Vessels Replacement Fund. An analysis of the results 
shows that the improvement over the original estimates was due 
to an increase of Rs.5.94 lakhs in receipts and a reduction of 
Rs. .06 lakhs in expenditure. 

After transferring the year’s surplus the Revenue Reserve 
Fund stands at Rs. 80.40 lakhs, actual market value being 
Rs.683 lakhs. It will be observed that in addition to the 
Revenue Reserve Fund, the accumulated Sinking Funds and 
equated loan repayments amount to Rs.466.19 lakhs while 
adequate reserves totalling Rs.94.40 lakhs have been set aside 
for special purposes such as fire insurance, depreciation and 
emergency replacements. Capital Works financed out of 
Revenue Reserve during the year .1916 to 1921 amounted to 
Rs.47 lakhs. No capital loan has been raised for the past four 
years and the capital balances in hand at the end of "che year 
were over Rs.50 lakhs. 

There was no increase in port or dock charges during the 
year under review. The trustees have reduced the surtax on 
dock and bunder wharfage and other charges from 50 per cent. 
to 334 per cent. with effect from 1st April, 1929. Inclusive of 
this reduction, which will cost about Rs.16.84 lakhs a year, the 


trustees have reduced rates and charges during the last three 
years to the extent of Rs.25 lakhs per annum without impairing 
their financial position or depleting their accumulated reserves 
to any appreciable extent. This has been rendered possibie 
partly by the improvement in trade conditions, but mainly by 
drastic and sustained retrenchment in working expenses and 
the avoidance of further liabilities on capital account. 

The cargo handled at the docks and bunders amounted to 
6,707,000 tons, an increase of 58,000 tons above the volume of 
the previous year. Imports accounted for about 50.3 per cent. 
and exports 49.7 per cent. of the total tonnage. Table A below 
gives a detailed comparison of the figures for the past two 
years. 

There was a slight improvement in trade conditions during the 
year under report and a number of important commodities, both 
import and export, showed an expansion. In the import trade, 
the most noticeable increases were recorded under wheat 
(+56,000 tons), rice and other grains (+21,000 tons), sugar 
(+28,000 tons) and bulk petrol which was about 2,000,000 
gallons above the preceding year. The volume of piecegoods 
imported also showed a substantial increase of 29,000 bales and 
cases, and was the highest during the past ten years. Imports 
of motor cars and lorries amounted to 8,000 packages and 
49,000 tons as against 6,000 packages and 38,000 tons in the 
previous year. The principal decreases were in kerosene oil 
and liquid fuel in bulk, the imports of which fell off by 10 
million and 64 million gallons, respectively, as compared with 
the preceding year, sea-borne coal (—100,000 tons), timber 
(—11,000 tons), china and fire clay (—12,000 tons) and cotton 
(—147,000) bales. 

In the export trade, there was a welcome recovery in 
Bombay’s staple export commodity, viz., raw cotton, the 
number of bales exported during the year under review being 
2,656,000 as against 1,784,000 bales in the preceding year, an 
increase of 872,000 bales. A notable increase in exports 
occurred also under groundnuts (+73,000 tons), grain and 
seeds (+48,000 tons), oil cakes (+109,000 tons) and manganese 
ore (+12,000 tons). There were decreases under piecegoods 
(—59,000 packages), twist and yarn (—41,000 bales), sugar 
(—11,000 tons), coal (—29,000 tons), flour (—22,000 tons), 
rice (—11,000 tons), hemp (—7,000 packages), myrabollams 
(—17,000 tons), kerosene oil (—1,905,000 gallons), and liquid 
fuel in bulk (—663,000 gallons). 

The fumigation of American cotton imported into India 
through this port continued throughout the year under review, 
but the imports were on a considerably reduced scale; 59,241 
bales were landed and fumigated prior to delivery, as against 
221,100 bales in the preceding year, 1927-28. On_ the 
recommendation of the Indian Central Cotton Committee, the 
Government of India sanctioned a refund of fumigation fees at 
the rate of 8 annas per bale on the quantity imported and 
fumigated during the period 12th July, 1927, to 6th August, 
1928. 

Vessels which entered the docks or were berthed at the 
Harbour Walls (excluding ferry steamers) totalled 1,966 with 
an aggregate tonnage of 4,828,376 net register as against 
2,027 vessels with a tonnage of 4,864,344 in the preceding year. 

There was a falling off in the occupation of the dry docks, 
the number of vessels docked being 167 against 194 in 1927-28. 
The total tonnage decreased to 660,595 tons, being 35,820 tons 
less than the previous year. The expenditure during 1928-29 
was Rs.17,031 less than the previous year. 

The Ballard Pier berth was used by 186 vessels during the 
year and 333 postal and passenger trains were run to and from 
the station, connecting with the incoming and outgoing mail 
steamers. The additional passenger berth on the Alexandra 
Dock Harbour Wall accommodated 54 vessels. The temporary 
hotel accommodation provided at the station for convenience of 
passengers was made use of by 1,545 adults and 204 children. 


























TABLE A. 
Imports (Tons). Exports (Tons). ToraL (Tons). 
1927-28. 1928-29. -- 1927-28 1928-29. -- 1927-28. 1928-29. -- 

| 

a See - | 
Docks 2,428,000 2,336,000 —92,000 2,598,000 3,016,000 + 413,000 5,026,000 “"" 52,000 | +326,000 
Bunders 1,217,000 1,018,000 — 199,000 406,000 337,000 69,900 1,623,000 1,355,000 | 268,000 
Total 3,645,000 3,354,000 —291,000 3,004,000 3,353,000 + 349,000 6,649,000 6,707 ,000 + 58,000 
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Bombay Port Trust—continued, 


The trustees have sanctioned plans and estimates for the 
construction of an additional railway siding and platform at the 
station necessitated by the increased traffic in the busy season 
and proposals are under consideration for lengthening and re- 
roofing the platforms. 

The Docks Hamallage (Labour) Department satisfactorily 
met all demands for labour during the year. The attendance 
of the labourers continued to be satisfactory and was not 
affected by the industrial disputes nor was there any 
interruption of work during the riots in Bombay in February, 
i929. The average number of labourers engaged daily was 
2,297 and the highest number employed on a single day was 
5,019. The inclusive labour charges averaged 4.23 annas per 
ton of cargo handled. . 

On the land estates, the most noticeable feature was the keen 
demand for godown accommodation at the cotton depot owing 
to the excellent cotton crop. The trustees sanctioned a 
substantial reduction of godown and jaitha rents at the depot 
with effect from Ist September, 1928, which, with the reduction 
sanctioned previously, aggregated Rs.3.80 lakhs per annum or 
283 per cent. saving to the trade since the opening of the depot 
in 1923. The Fire Insurance Association also agreed on a 
reduction in insurance rates on cotton stored in the depot. In 
view of the abnormal demand for storage accommodation 
owing to the heavy carry-over of stocks, the trustees sanctioned 
he temporary letting of certain of the covered railway 
platforms at cotton depot for monsoon storage accommodation. 
{t was also decided to construct, as an experimental measure, 
'1 open-sided sheds on the jaithas near the Cotton Exchange 
lesigned for stacking up to 8 bales high. The cost of these 
sheds was approximately Rs.96,000. , 

At the grain depot the negotiations with the General Motors 
india, Ltd., were brought to a successful conclusion by the 
idaption and handing over of ‘‘ N,’’ ‘*‘ K ”’ and ‘‘O”” sheds 


and plinths, with open areas adjoining, covering in all an area 


of 35,421 sq. yards on a lease of 16 years. The trustees’ 
decision to throw open the depot to additional trades has had a 
very satisfactory response. In addition to the General Motors 
—who employ a staff of about 1,300 and whose works are 
equipped to turn out 2,500 cars per month—large areas of shed 
accommodation at this depot have been leased by the great 
chemical and dyestuffs corporations, the Imperial Chemical 
Industries (India), Ltd., and the Havero Trading Co., Ltd. To 
meet the increased demand, the trustees have sanctioned the 
extension of shedding over ‘‘ B ’’ plinth and the erection of a 
new 1,000-ft. shed at the north end of the depot. 

The foreign inward and outward traffic on the Port Trust 
Railway aggregated 2,003,000 tons against 1,860,000 tons 
during 1927-28, the principal increases being in cotton, 
groundnuts and sundries. An increase of 9,256 wagon-loads 
has also to be recorded in local traffic, principally under grain 
and seeds, groundnuts, linseed and manganese ore. The 
railway carried 47 per cent. of the total rail-borne traffic in and 
out of Bombay and the freight earnings collected during the 
year on traffic booked or received on account of the G.1I.P. and 
B.B. & C.I. Railways amounted to Rs.3,58,35,000. The ratio 
of working expenditure (Rs.17.32 lakhs) to receipts 
(Rs.29.17 lakhs) was the lowest on record. Expenditure in 
this department has been retrenched by Rs.10.14 lakhs or 37 
per cent. since 1922-23, whereas on the other hand the receipts 
have risen from Rs.23 lakhs to Rs.29 lakhs during the same 
period; the net improvement is therefore nearly Rs.16 lakhs 
per annum and the railway is now practically covering its 
capital cost. 

In pursuance of the declared policy of the Board to avoid 
further commitments on loan account until trade conditions are 
more settled, capital expenditure during the year under review 
was restricted to an absolute minimum; it amounted to Rs.8.753 
lakhs, the lowest figure since 1901-02. A sum of Rs.3.42 lakhs 
was expended on the deepening of the Alexandra Dock entrance 
channel and mail steamer berth, and Rs.1.30 lakhs on a new 
caisson for the communication passage between Prince’s and 
Victoria Docks. No new loan was raised by the trustees 
during the year, the expenditure being financed from loan 
balances in hand. No borrowings have been effected since 
1924-25, and no loan will be required during the year 1929-30; 
this will constitute an interval of five years since the last loan 
flotation, a record in the history of the Trust. 

In connection with the revised scheme proposed by the 
Bombay Municipal Corporation for substituting non-refundable 
terminal (transit) taxes for the existing Town Duties, the 
Board reaffirmed their objection to the principle of any form of 
transit duties on trade, having regard to the fact that Bombay 
is an important distributing entrepét and any tax on through 
trade, even though restricted to certain commodities, would 
have the effect of increasing charges and encouraging diversion 
of trade to other ports. The Board emphasised the fact that 
the prosperity of Bombay is indissolubly connected with that of 
the port and they earnestly requested the Corporation to abstain 
from any measures likely to handicap the efforts of the Port 





Trustees to meet increasing competition by reducing charges on 
trade. 

During the year under report, the trustees considered a 
reference from Government in connection with a representation 
from the Indian Merchants’ Chamber regarding the alleged 
diversion of trade from this port. Government were informed 
that the trustees will be happy to offer every assistance as 
regards the proposed enquiry. 

In pursuance of an undertaking given by the trustees in 1927 
to the Indian Merchants’ Chamber to devise means - for 
encouraging and helping Indian officers of the Mercantile 
Marine to qualify for appointment to the Bombay Pilot Service 
in future vacancies, the trustees decided to endow two annual 
scholarships of the value of Rs.100 per mensem each, tenable 
for a period of three years from date of passing out of the 
I.M.M.T.S. ‘‘ Dufferin,’’ and subject to the selected cadets 
obtaining appointments as apprentices in one of the recognised 
steamship lines and continuing their sea career during the period 
of the scholarship. The conditions and rules governing the 
grant of the scholarships have been framed in consultation with 
the governing body of the ‘* Dufferin.’’ The award will be 
made by selection annually from among those cadets who obtain 
extra leaving certificates from the ‘‘ Dufferin.’’ The trustees 
consider that the scholarships should prove an incentive to the 
best cadets and assist them materially at the outset of their sea 
career, and that the scheme will provide a future nucleus of 
selected officers who, after obtaining their Master’s Certificate, 
will be eligible to apply for such vacancies in the pilot service 
as may hereafter occur. 

With a view to enable junior Indian engineers to qualify for 
promotion to higher grade appointments in the Trust’s 
engineering service, the trustees sanctioned a scheme providing 
for the deputation of two of their junior engineers to Great 
Britain where arrangements have been made for them to be 
articled to selected engineers or contracting firms of standing 
under whose supervision they will undergo a two years’ course 
of practical training in constructional marine and engineering 
works. The full cost of this scheme will be met by the Port 
Trust. 

(To be continued.) 








Bremen’s Sea Traffic during December and the Year 1929. 


Bremen sea-going shipping traflic in December, 1929, 
amounted to 796,930 net registered tons, arrivals thus exceeding 
the previous month by 59,170 net registered tons, or 8 per cent. 
and December, 1928, by 30.565 or 4 per cent. The chief cause 
of this increase lies in the considerable imports of grain, before 
the raising of the duty thereon. 

Without this circumstance the trafic during the year 1929 
would have been less than in 1928. In the past vear 9,1 13,9389 
net registered tons arrived against 9,083,374 net registered tons 
in 1928, that is 30,565 net registered tons more. Opposite to 
this, ports such as Rotterdam (#60,000 net registered tons) and 
Antwerp (480,000 net registered tons) show a considerable in- 
crease in arrivals. The increase for Rotterdam took place 
chiefly during, the past four months. 

Sea goods tratlic of the five most important Weser ports 
increased considerably during December, 1929. Imports and 
exports together amounted to 720,000 tons against 663,500 tons 
in the previous month and 598,200 tons in December, 1928. 
Imports increased to 555,100 tons on account of the considerable 
quantities of grain landed. Thus the months for comparison 
were exceeded by 91,100 tons and 110,700 tons respectively 
and at the same time the former récord month of October, 1929, 
by approximately 50,000 tons. Export, which had reached its 
height in October was less in December in comparison to 
November and this time by 17 per cent. 165,500 tons ‘were 
loaded, or 34,000 tons less. In comparison to December, 1928, 
on the other hand, this was an increase of 11,700 tons. 

In the year 1929, 7,140,300 tons were imported and exported 
by sea in comparison to 6,657,900 tons in 1928, or 7.3 per cent, 
more. However, in spite of this the pre-war standard was not 
reached. Import was with 4,904,000 tons 339,800 tons or 7.5 per 
cent. more. Half of this increase falls to the imports of English 
coals. Grain imports, in spite of the important landings in 
December, were less than in the previous year by 148,500 tons. 
Exports amounted to 2,236,300 tons, that is, 142,600 tons or 
6.8 per cent. more. However, this progress can only be ascribed 
to the fact of the Rhine being icebound, and its consequences ; 
the latter caused an increased traflic of 192,300 tons during 
the first half year, which decreased in the last six months 
by almost 50,000 tons. 

Total traffic in the Weser ports during 1929 and 1928 was 
as follows :— 


1929. 1928 
Vessels. N.R.T Vessels N.R.T 
Incoming  ...... 6,922 9,113,939 6,873 9,083,374 
Outgoing... 6,804 9.024.413 6,955 9,055,815 
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Value of Commerce at the Port. 


XPORTS for the first 10 months of this year were the 
largest in terms of value since 1920, in which year 
values were unusually inflated as a result of high 
prices. 

Figures released by the local office of the United States 
Department of Commerce show that exports for the month of 
October, 1929, are $5,000,000 above September, 1929, but about 
9.1 per cent. under October, 1928. In October, 1929, the 
value of exports from the Port of New York amounted to 
$155,168,000 as compared with $170,709,000 in October, 1928. 
Fewer shipments of passenger automobiles and small. motor 
trucks explain the decline. 

Imports for October, 1929, amounted to $208,743,00U0, a 
gain of 18.9 per cent. over October, 1928, when the import 
value was $175,595,000. 


Volume of Foreign Trade. 


According to the latest availabie data issued by the Research 
Bureau of the United States Shipping Board, the foreign trade 
through the Port of New York tor the year ended June 30, 
1929, was 12 per cent. greater than for the previous corres- 
ponding period. Exports tor this period amounted to 11,184,710 
long tons as compared with 10,697,430 long tons in the 
previous period, an increase of over 4 per cent. Imports 
amounted to 16,754,031 long tons as compared with 14,200,787 
long tons in the period ended June 30, 1928, an increase of 
17.¥ per cent. for the 12 months. 

An evidence of the popularity of the Port of New York 
as a shipping centre is found in a recent survey made by the 
Philadelphia Ocean Traffic Bureau, which indicated that 
2,000,000 tons of freight originating in the Philadelphia area 
for export or imported into that zone are shipped each year 
through the Port of New York. There is no better answer 
to the recent propaganda against facilities and services at the 
Port of New York. 

Another example of the wide appeal of the Port of New 
York as a trans-shipment point comes to light in the cargo 
list of the Grace Line motor ship ‘‘Santa Maria’’ which sailed 
from New York on November 21st for Peru and Chilean ports. 
The ‘‘Santa Maria’’ carried 40 tons of fresh meat which had 
been shipped from New Zealand to Callao, Peru, via London 
and New York on account of the superior refrigeration facilities 
and frequent service which could not be found in any direct 
sailings. 


Foreign Trade Zone Legislation. 


Senator Jones has introduced in the 7lst Congress S. 2356 
a bill authorising the Secretary of Treasury to permit the 
establishment of a foreign trade zone, set apart from customs 
territory, where shipments may be landed, sorted, cleaned, 
packaged or otherwise manipulated but not manufactured, for 
re-export to foreign markets without undergoing the usual 
customs inspection and entry. ‘This bill is similar to S. 742 
which was introduced by Senator Jones in the 70th Congress 
and reported favourably by the committee on Interstate Com- 
merce. 

Similar legislation in shortened form (H.R. 6592) has been 
introduced by Representative Welch in the House and has been 
referred to the Ways and Means Committee. 

The Port Authority has endorsed the principle of foreign trade 
zones for the United States similar to those now maintained 
in many European countries. A representative of the Bureau 
of Commerce attended a meeting held in Washington on 
December 6th together with representatives of important ports 
of the United States for the purpose of planning joint action 
in presenting this matter to the 71st Congress. ~ 

A large number of organisations, including such national 
bodies as the United States Chamber of Commerce, and National 
Foreign Trade Council, have approved of the establishment of 
these zones in an effort to develop the re-export trade, to im- 
prove the load factor of American shipping and thereby to 
build up the American Merchant Marine. The United States 


Department of Commerce has endorsed the principle of these 
zones and the United States Shipping Board and the United 
States Army Engineers have recently issued a comprehensive 
volume on the subject entitled ‘‘ Foreign Trade Zones (or Free 
Ports).”’ 
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Commerce at Port Newark. 

In October of this year, 88 vessels, barges and lighters 
brought 5,919 tons of general cargo and 23,716,914 board feet 
of lumber into Port Newark. This compares with 94 vessels 
and barges which brought in 48,753 tons of cargo and 34,255,085 
board feet of lumber in October, 1928. 

Last year local highway construction was responsible fo: 
most of the general cargo tonnage handled through Port New- 
ark. The completion of this construction is reflected in th: 
falling off of tonnage this year. 

While the seasonal decline in lumber receipts were somewhat 
larger this year than last, the total for the first ten months 
of 1929 was practically the same as for the corresponding period 


in 1928. 


Grain Exports. 

Exports of grain through the Port of New York for the 
month of September, 1929, showed a falling off from that of 
September, 1928, amounting to 1,623,000 bushels. As may be 
seen from the following table, this drop was wholly due to the 
decline in exports of Canadian bonded grain in transit. 


Total Canadian Grain 
Grain Exports. in Transit. 
September, 1928 4,908,000 4,717,000 
September, 1929 3,285,000 3,080,000 





Barrier to Bonded Grain Movement Lifted. 

During the past month the Port of New York Authority, 
through its Bureau of Commerce, stepped in to relieve an 
important segment of the port’s commerce from serious re- 
striction. 

Canadian grain moves in transit through United States ports, 
particularly New York, after the closing of navigation at 
Montreal. In recent years this traffic has become a very 
important item in the commerce of the port, amounting to 
approximately 75 million bushels, or 20 per cent. of the total 
export tonnage of the Port of New York. This movement 
of transit grain compensates for the decline in shipments of 
United States grain as brought out in last month's bulletin. 

On October 25, 1920, the Collector of the Port, acting under 
instructions from the Treasury officials at Washington, notified 
the carriers and the grain trade that all transit grain which 
had been held more than YO days in carriers’ custody must be 
exported, entered for domestic consumption or removed to 
bonded storage. The grain trade represented that the enforce- 
ment of such a ruling would not only result in considerable 
hardship at the present time when large stocks of grain are 
accumulated at all seaboard terminals in the face of poor 
export demand, but would also make the bringing forward of 
bonded giain a hazardous undertaking in the future. 

The Chief Executive Officer of the Port Authority promptly 
forwarded a communication to Mr. Mellon, Secretary of the 
Treasury, suggesting modification of the ruling and supple- 
ments to the Treasury regulations to prevent the diversion of 
this important item of commerce from American railroads, 
American ports and American steamships. 

Co-operating with a committee representing the grain trade, 
the carriers, and the elevator interests, a representative of 
the Port Authority appeared before Department of Commerce 
and Department of Treasury oflicials in Washington on 
November 26th and 27th and pointed out: 

1.—That American railroads derived annua! gross earnings 
of about $6,300,000 from this traflic; 

2.—That‘ operators on the New York State Barge Canal 
derive annual gross earnings of $2,800,000 from this traffic ; 

3.—That bonded grain made up of 85 per cent. of the total 
yrain exports of the port in 1928, and that grain elevators and 
stevedoring organisations cannot be maintained to handle 
domestic grain in the volume which moved in the past and 
may be expected to move in the future if they are deprived 
of the transit business which now fills in the gap left by falling 
exports of United States grain; 

4.—That steamship companies operating from the Port of 
New York carry from 1,000 to 4,500 tons of grain per outward 
voyage, making up from 20 to 75 per cent. of total cargo. 

5.—That earnings by American steamships on this grain 
amount to nearly as much as revenues derived from postal sub- 
ventions designed to maintain the American Merchant Marine. 
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Following a satisfactory conference with the Federal officials, 
the Treasury order was’ rescinded. A letter received by the 
Chief cxecutive Ollicer of the Port Authority from the Assistant 
Secretary of Treasury under date of December 7, 1929, confirms 
the verbal assurances given in Washington and states the 
sympathetic attitude of the Treasury officials as follows :— 

*‘ It was agreed that the present situation where grain 
has been held in the United States more than the 90 days 
allowed under the ruling heretofore made by my letters 
of October 16, and November 14, 1929, it will be taken care 
of without requiring the enforcement of transfer to customs 
warehouses or customs bonded elevators. 

‘* The future treatment of Canadian grain moving under 
Transportation and Exportation entries will be made the 
subject of further consideration. It is obvious that the 
movement of grain in bulk under the conditions outlined 
in the exhibits submitted presents a problem different from 
that covered by the ordinary movement of merchandise 
of varying character under T. and E. entries. This problem 
has the sympathetic interest of the Department and if it 
is. possible that any way can be found to grant the desired 
relief without an unreasonable interpretation of the statute, 
you may rest assured that this will be done. The restriction 
imposed on the Secretary of the Treasury by the laws in 
general that the regulations should be reasonable, must 
be considered. While the attitude of the Department was 
stated at the conference, I am su giving my best thought 
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to this question with a view to working out some plan 
which will avoid the loss by carriers of the Canadian 
grain shipments through this country.”’ 


Vessel Movements in Foreign Trade. 


Vessel movements in and out of the Port of New York 
during the month of October, 1929, showed gains over October, 
1928, in both number of vessels and tonnage. 





Clearances 


Entrances 
Number Tonnage Number Tonnage 
October, 1928 497 2,135,112 541 2,251,900 
October, 1929 574 2,630,266 566 2,602,371 





Largest Dry Dock in Port Opened. 

On Saturday, December 7th, the Todd Shipyards Corporation 
opened the graving dry dock at Erie Basin, Brooklyn, to the 
steamship industry when the steamship ‘‘ Southern Cross,’’ 
of the Munson Line, entered. 

The dock is fifty feet longer than the next largest dock in 
the port, being 750-ft. overall and having a width of 90-ft. 
at the top of the keel blocks and a top width of 120-ft. It has 
a water depth of 324-ft. over the sill and 20-ft. over the keel 
blocks, and it can be completely flooded within forty minutes 
with more than 16,000,000 gallons of water. 

It is capable of accommodating vessels up to 781-ft. in length, 
making it possible for all but 11 of the ships which operate 
from the Port of New York to be dry docked here. 


The Port of London Authority. 





Traffic Figures of the Port. 


HE traffic figures for the Port of London for the eight 
months from April to November, 1929, make very 
encouraging reading. The following statement shows 
at a glance the total tonnage of shipping that arrived 

at and departed from the Port during that period compared with 
the total tonnage of shipping that used the ports of the United 
Kingdom :— 


Percentage increase 
Net, Reg. Tons. compared with 1928. 
255,456,280 7.7 


39,605,279 





All U.K. Ports 
The Port of London 


5.6 





The figure of 39,605,279 net reg. tons for the Port of Lon- 
don is a record in the history of the Port and is 2,098,281 net 
reg. tons higher than the similar period in 1928, the previous 
best. 

Analysed a little further, the figures show that the tonnage 
of vessels with cargoes using all the ports of the United 
Kingdom during the eight months in question increased by 
7.6 per cent. and that London’s increase in this category was 
6.2 per cent. 

Nearly 62 per cent. of the shipping that uses the Port of 
London is accommodated in the Port of London Authority’s 
Docks and consequently the accumulated tonnage that used 
the docks during the eight months to November, 1029, was a 
record in their long history. 

London’s increasing activity is derived from widespread 
sources, increased arrivals being shown from India, South 
America, the United States, British West Indies, Guiana and 
British Honduras, the West Coast of Africa, Morocco, the 
Canary Islands, and Baltic and North of Europe Ports. 

The Port of London Authority’s figures for goods show 
that the quantity of goods handled by them was 7.2 per cent. 
(98,640 tons) higher during the eight months ended November 
last than during the similar period in 1928. An increase of 
15 per cent. compared with 1928 on the goods warehoused 
was largely accounted for by additional shipments of softwood. 
There were also additional arrivals of fruit, vegetables and 
paper. 

The tonnage of exports handled by the Port Authority during 
the eight months increased by 3.6 per cent. compared with 
1928, the total of 497,742 tons being the best. since the corres- 
ponding eight months in 1920. 

London’s prosperity in a greater ratio to other ports is due 
to a combination of circumstances. First place must be given 


to the vastly improved dock accommodation and equipment 
provided by the Port Authority during their 21 years’ régime, 
together with the dredging of a wider and deeper navigable 
channel in the river. 

The development of industry in the South is playing no small 
part towards increased imports and exports and the economies 





effected by the Port Authority, together with the benefit derived 
from de-rating, have made it possible to apply reduced charges 
which in the aggregate represent a saving to shipowners and 
merchants using the port at the rate of over £250,000 per 
annum. 


Stock of Tobacco in the Warehouses. 


The stock of Tobacco in the Port of London Authority’s 
warehouses at the Royal Victoria and Albert and King George 
V. Docks has increased by 50 per cent. in five years. The 
following figures show how steady the increase has been since 
1%25 :— 


STOCK. 


Year Ended. Hogsheads. Cases. Bales Tons Nett. 
1925 49,439 7,766 133,846 32,095 
1926 56,221 8,559 150,324 36,415 
1927 63,872 8,111 190,806 42,779 
1928 64,448 9,532 220,550 45,379 
1929 72,294 8,682 214,171 48,278 


Sixty-one per cent. of the stock is foreign grown and the 
remainder Empire produce. The lowest rate of duty on the 
former is 8s. 10d. per lb. and the lowest preferential duty on 
Empire Tobacco is 6s. 94d. per Ib. 

The total value of the stock in the custody of the Authority 
is, therefore, over £60,000,000. 


Work of the Wreck-raising Staff. 


The obstacles which the Port Authority's Wreck-raising 
staff are called upon to remove from time to time from the 
bed of the river are many and varied, but a 12-in. gun complete 
with bogies is a rare specimen, 

It happened that on the night of the 15th November, 1928, 
when the War Office lighter ‘‘Gog’’ was conveying a new gun 
from Shoebury to Woolwich, a violent gale sprang up and the 
cargo was lost overboard near the Chapman Light. There 
it remained all these months in spite of extensive sweeping 
operations to locate it. It has now found, raised and 
conveyed to Grays, where it is understood it will be sold for 
scrap, as it has been rendered useless by its long immersion. 


been 


Re-appointment. 

Mr. J. D. Gilbert, D.L., J.P., re-appointed to 
represent the Port of London Authority on the Thames Con- 
servancy for the next three years. 


Port of London Shipping Traffic. 

During the week ended 24th January, 938 vessels, representing 
957,230 net register tons, arrived at and departed from the 
Port of London. Of these 568 vessels (769,866 net register 
tons) were from and to foreign ports and 370 vessels (187,364 
net register tons) were engaged in coastwise trade. 


has been 
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The New Lumber Free Port, inaugurated in October 
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The Port of Fiume and its Problem. 





ERHAPS few harbours in the world have had such a 
complicated history as the Port of Fiume, the origin 
of which may be searched for even since the period 
of the Roman Empire on the mouth of the Fiumara 

River, where bronzes were exchanged by merchants from 
Central Italy for iron goods from Carniola, a province of 
Austria. This trade, as well as the lumber exports, have been 
the chief factors in the creation of a number of houses which 
took the name of Tarsatica, and which was the origin of 
Fiume. 














Thaon de Revel Dock. 


However, traces of the real importance of Fiume as a com- 
mercial harbour are found only in 1771, when, thanks to the 
inauguration of the Caroline Road, connecting Fiume to the 
East, the Hungarian trade started to exploit the harbour of 
Fiume. After the declaration of the free town regime over 
the whole district of Fiume, in 1819, the trade grew larger 
from year to year to such an extent that the _ settlement 
of the question of harbour enlargements became imperative. 
Owing to the impossibility of using the mouth of the Fiumara 
as a large port, the Fiume business quarters took up the 
question of building an artificial port on the town water front 
with a large breakwater to shelter the inner part of same. 
The works were started in 1841, and a part of the present 
Cagni breakwater and the Molo San Marco had been com- 
pleted, whilst in 1879 the construction was started of what 
may be considered as the present free port of Fiume, which was 
completed in 1905. But the great progress of trade had forced 
the Hungarian Government to consider the opportunity of 
further extensions, and several projects were prepared but none 
ut into effect owing to the outbreak of the European War. 
” consequence of the war all the Adriatic shipping activities 
were transferred from Trieste to Fiume, which in 1918 had 
heen occupied at first by Italian Forces, and later on by inter- 
Allied Forces. The resumption of trade has been rather active, 
particularly owing to the requirements of foodstuff and textiles 
in the countries of the former Austro-Hungarian Monarchy, 
while in 1919 the connections between Fiume and its hinter- 
land were closed owing to the fact that Fiume had _ been 
occupied by D’Annunzio, and they were reopened to trade only 
in 1924, when an Italo-Jugoslav Treaty of friendship was 
signed at Rome, in force of which Treaty the eastern part 
of the harbour of Fiume, which was named ‘‘ Porto Nazario 
Sauro ’’ (ex-Baross), was assigned to Jugoslavia, while the 
western portion remained with Italy, and the Thaon de Revel 
Dock in the port of Fiume was rented to Jugoslavia for 99 
years. 

The Port of Fiume consists at present of the inner dock, 
the Duca degli Abruzzi Dock, the Thaon de Revel Dock, 
the Luigi Rizzo Dock, besides the oil dock, the Whitehead 
Torpedo Works Dock, and the dock of the Cantieri Navali 
del Carnaro, with a total quayage of about 6,000 metres, of 
which 3,000 metres are served by railway connections with 
the Fiume Central Railway Station. The depth of the water 
on the quays reaches a maximum of nine metres and a maximum 
of 45 metres in the middle of the docks. The arrival and 
departure of vessels is controlled by the Harbour Master’s 
office through authorised pilots, the use of whom is compulsory, 
but no charge is made for this service. Italian anchorage dues, 
etc., are in force in Fiume. 

The quayage, 6,000 metres in length, offers space for about 
fifty ships and is divided as follows :— 

Rizzo Quay, 360 metres in length; Thaon de Revel Quay, 
360 metres in length; Abruzzi Quay, 250 metres in length; 
Dalmazia Quay, 147 metres in length; Emanuele Fil Quay, 
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119 metres in length; Rainer Quay, 86 metres in length; 
Colombo Quay, 189 metres in length; Western Fiumara Quay, 
530 metres in length; Palermo Mole, 210 metres in length; 
Napoli Mole, 318 metres in length; Genova Mole, 460 metres 
is length; Ancona Mole, 380 metres in length; San Marco 
Mole, 210 metres in length; Adamich Mole, 155 metres in 
length; Stocco Mole, 90 metres in length; Cagni Breakwater, 
1,754 metres in length; Oil Refinery Dock, 480 metres in 
length. 

Practically all the quays and moles have their own covered 
warehouses, which are distributed as follows :— 


FREE PORT ZONE. 
Warehouse Square 
No. Metres 
1 (Ancona Mole) AS a «apne 
2 Re rd ; von 0 
3 és 1,709 
} <5 she ae 2,825 
5 (Duca degli Abruzzi Quay) 7,177 
6 5,221 
7 a 7,141 
8 (Genova Mole) 3,852 
9 3,405 
*10 3,496 
"35 re 3,875 
*12 (Duca Thaon de Revel Quay) 7,820 
*13 = 6,831 
14 po a » meee 
15 i ied Gs oy - Ogee 
*17 (Naples Mole) 21,324 
18 (Luigi Rizzo Quay) / ... 138,456 
19 o- ae on , : 8,925 
20 og a ‘i : 6,728 
20 ” sai ei 1,185 
21 _ _ - 13,456 
21 Ros 1,225 
22 . 13,456 
95 ‘ 1,047 
OUTSIDE OF THE FREE PORT ZONE. 
31 ~ - hen . a ‘ . 10,000 
32 — — ; ine : is 5,305 
33 a 7 ; ... 8,004 
* Warehouses 10, 11, 12, 13 and 17 are rented to the Jugoslav 


Government as part of the free zone. 
All warehouses are fitted with interior electric elevators, 
while on the quays there are 25 electric cranes divided as 


follows :— 

Rizzo Quay, 8 electric bridge cranes, 1.5 tons; Rizzo Quay, 
4 electric bridge cranes, 3 tons; Napoli Mole, 6 electric bridge 
cranes, 1.5 tons; Napoli Mole, 2 electric bridge cranes, 3 tons; 
Cagni Breakwater, | electric bridge crane, 8 tons; Ancona 
Mole, 1 hand crane, 10 tons; Rainer Quay, 1 hand crane, 0.5 
ton. 

















The Duca degli Abruzzi Quay, which is to be enlarged by 
15 metres in breadth. 


Furthermore, a 40-tons floating steam. pontoon for lifting 
heavy goods, grain silos of 6,000 tons capacity ; about 6,000 
tons coal storage space. 20,00 tons molasses tanks and about 
17,000. cubic metres of oil and gasoline tanks, some of which 
belong to the Raffineria Olii Minerali S.A., which is operat- 
ing the Fiume oil refinery, are available in the port of F iume 
in addition to the ordinary unloading and storage facilities, 


































































The Dock and Harbour Authority. 


The Port of Fiume and 


Before going into the details of the ‘development of trade 
through the port of Fiume, it is necessary to recall the endless 
discussions which were made at the time of the Paris Peace 
Conference about this harbour, when it was stated that, 
should this port be assigned to Italy, the countries of the 
hinterland would not use it owing to the fact that the boundary 
would hinder the free development of trade. Jugoslavia has 
secured other sea outlets in Dalmatia, and if one calls now at 
those ports, such as Spalato, Gravosa, etc., where harbour 
facilities are very poor, it is obvious that one would query 
whether, if Jugoslavia is not in a position to maintain small 
ports, as the above mentioned, how could she have maintained 
with efficiency a port like Fiume, which is not serving only one 
country, but which is serving Hungary, Czechoslovakia, Poland, 
and Rumania, etc. ? 

However, taking things as they are, it will be seen that 
since the political factor prevails also over economics in Jugo- 
slavia, although ships are kept waiting even during the winter 
in the open sea, as the quayage of what is called at present 
the port of Sussak, the former Eastern part of the port of 
Fiume is not large enough to accommodate more than five 
4,000 tons ships, Jugoslavia prefers to maintain the free zone 
obtained from the Italian Government in the port of Fiume 
inactive, than to contribute to the revival of trade in Fiume, 
while she grants large reductions of railway tariffs on goods 
imported and exported from Jugoslavia via Jugoslavian ports. 

This discriminatory policy has had its effects during 1929 
even upon Jugoslavia’s own interests, as the Jugoslav steamer 
** Treci’’ stranded off the Port of Sussak during a storm 
while waiting for space on a new quay built off the Eneo 
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its Problem—continued. 


The problem of trade at Fiume is connected, however, much 
more than it is at Trieste, with the question of the railway 
connections with the hinterland. On one side Fiume is con- 
nected with a single track railway to San Pietro del Carso, 
which reaches about 600 metres above the level of the sea 
over a length of 60 km., and on the other side Fiume is 
connected with Zagreb with an even more difficult railway over 
which traction is very expensive. 

In order to have an idea of the development of trade at 
Fiume before going into the question of the opportunities for 
further development, it may be interesting to consider the 
following figures relating to maritime trade at Fiume :— 

1911, 1,654,350 tons; 1912, 1,971,282 tons; 1913, 2,258,500 
tons; 1922, 122,126 tons; 1923, 209,060 tons; 1924, 402,439 
tons; 1925, 716,869 tons; 1926, 744,802 tons; 1927, 797,213 
tons; 1928, 883,179 tons; 1929, 899,000 tons. (These figures 
include records of trade of ex-Baross dock now annexed to 
Jugoslavia). 

If one considers that the Port of Fiume has resumed its 
normal activity only since 1925, when the Italo-Jugoslav 
Treaty became really effective, it will be seen that in such a 
period it has made even greater progress than Trieste, where 
three years after the Armistice shipping had reached only one- 
third of the pre-war figures, whereas at Fiume in three years 
it reached one-half of the pre-war figures, which included also 
the quantity of trade handled in the eastern part of the har- 
bour, which now belongs to Jugoslavia, and in spite of all the 
difficulties which had been created by the Jugoslavian policy. 

In connection with details of the factors of trade at Fiume it 
may be interesting to note the following figures :— 














IMPORTS. 
Phosphates 
Raw Oil. Coals. and Pyrites. Wine. Rice. Molasses. 
*1929 (Centals) 1,079,909 685,538 $7,102 98,964 313,348 107,219 
1928 és 1,199,000 1,003,000 1,015,000 241,000 351,000 235,000 
1927 ‘ 1,077,000 1,077 ,000 830,000 245,000 389,000 69,000 
(Recina) River mouth, where there is no protection by break- EXPORTS. 
waters, etc. Pray? Refined 
The question assumes a particular importance taking into Sven. os. conten. 
consideration that the development of the Port of Fiume con- F< (Centals) can ae oti 
cerns, besides Italy and Jugoslavia, also the countries of » = ee sckineg 
Jug . 1927, 558,000 196,000 1,715,000 


Czechoslovakia and Hungary, which do not have a sea outlet, 
and consequently involves a policy which is against any 
principle of international co-operation on the part of Jugoslavia. 

In spite of the fact that the Fiume Harbour Board disposes 
practically of only one well fitted dock as the Rizzo Dock, 
yet during the past few months it has been possible to load 
about 5,000 tons of sugar and general cargo in three days 
only, on the m.s. ‘‘ Remo,’’ of the Lloyd Triestino, bound 
tc the Far East, but is it right for Jugoslavia to have claimed 
a free zone in the harbour of Fiume and to maintain it inactive? 

The question appears to be of considerable importance, par- 
ticularly in view of the agreement which has been reached 
between Italy and Hungary concerning the creation of an 
Hungarian free zone in the Port of Fiume, with an Hungarian 
harbour master and Customs office in order to ensure the 
crossing of Hungarian imports and exports through Fiume 
without any Customs supervision, but the Italian Government 
appears to have overcome the Jugoslavian policy of keeping 
quays inactive, with the decision to build new quays and to 
generally improve harbour facilities in Fiume. 

Already since 1924 much has been done in this direction, 
as, when the eastern part of the harbour was transferred to 
Jugoslavia and Fiume remained without a quay where lumber 
could be handled, quayage was in a very poor state owing 
to the fact that the port was inactive for five years, etc.; a 
new lumber free port was built on the territory between the 
main free port and the oil dock, the quays and moles were 
completed and repaired, etc. However, now an allowance of 
16 million lire has been granted by the Italian Government to 
build a new pier along the Lumber Free Port in order to enable 
the direct shipment of lumber from warehouses to ships, as 
the trade is growing larger from day to day, and even steamers 
of the Cunard Anchor Line, the Ellerman’s Wilson Line, 
the A/s Soanske Linije, etc., are loading lumber at Fiume 
for Spain or for North Europe; to build three new electric 
cranes on the Cagni Breakwater, and six on the Duca degli 
Abruzzi Quay which has to be enlarged, and to build a new 
lighthouse enabling much more efficient signalling in the Gulf 
of Fiume, besides, of course, the accomplishment of the last 
part of the Cagni Breakwater. 

This appears to be, however, only the first part of what the 
Italian Government intends to do in the Port of Fiume, as it is 
stated that there is now under consideration a proposal to 
build a large new warehouse in place of the four ware- 
houses now existing on the Molo Genova and to fit it with 
up-to-date electric cranes, while a new breakwater is to be 
built, towards south-east, from the new lumber mole, which 
is to be built in the course of the next few months. 


* Only from January to August, 1929. 


It will be noticed that the main imports consist of raw oil 
and coal. However, the imports of coal are reaching only 20 
per cent. of the pre-war figures. It should be taken into 
consideration in this regard that at the time the Hungarian 
Railways Administration imported all the coal which they 
required through the Port of Fiume, that the Societa di 
Navigazione Adria used much more coal in 1913 than it is 
using now, as several of their old steamers have now been 
replaced by motor-ships, that the Societa di Navigazione 
Ungaro-Croata has transferred its headquarters from Fiume 
to Sussak, having been assigned to Jugoslavia, and that several 
industries have been closed down, etc. On the other hand, 
it will be noticed that among imports by sea there are 
molasses, which, it is worth while stating, did not even appear 
it, the pre-war statistics of the trade of Fiume, and in this 
connection it ought to be considered that the new tanks of 
the S.A.I. del Melasso di Canna have been built here only 
in the course of the last few years on the bottom of the Molo 
Palermo, where molasses are discharged directly from tankers 
berthed in the port through a pipeline directly into the tanks 
of the coast station, from where shipment is made to the 
alcohol refineries of the hinterland. 

Should the political situation of the town have had any 
interference with the development of trade, would the British 
Molasses Co., of which the Italian concern is a subsidiary 
company, have established its business in Fiume? 

This consideration should be sufficient to corroborate once 
more the statement that transit trade through Adriatic ports 
has no connection with the political situation of Fiume or 
Trieste, but simply with the economic situation of the hinter- 
land. It can easily be understood if certain factors influence 
the purchasing power of Jugoslavia, or the purchasing power 
of certain markets for Jugoslav lumber or cement, the position 
of Fiume cannot help the crisis of imports and exports to and 
from Jugoslavia, Hungary, etc. 

The port of Fiume consists of two parts: the inner part 
under Customs supervision, and the free port zone which is 
operated by the Azienda dei Magazzini Generali created in 1928 
with one million lire of capital subscribed by the Chamber of 
Commerce and by the Istituto Federale di Credito per il 
Risorgimento delle Venezia, with the support of the Govern- 
ment, which has granted the free use of the warehouses and 
of the unloading facilities in the free port. The Azienda, which 
is taking care of all the operations undertaken in the zone of 
the port, including the shifting of cars, etc., started its activity 
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The Port of Fiume. 

















General View of the Railway Facilities at the Port of Fiume, 























The 20,000 tons Tank of the Molasses Co., Ltd., at the Port of Fiume. 


108 








The Dock and Harbour Authority. 


Ferruary, 1930. 


The Port of Fiume and its Problem—continued. 


in November, 1928, and although it is difficult to ascertain the 
effective results it may be said that the situation of the port 
has much improved taking into consideration that efforts are 
made to establish combined prices for storage, unloading and 
maritime carriage with Italian lines, and thus to cut town the 
cost of transportation through Fiume. 

It can be seen that the war and following events have 
slightly influenced the efficiency of the Port of Fiume, and its 
future depends very much upon the re-establishment of the 
equilibrium in the politics of certain Balkan countries, which 
should realise that the creation of hindrances to trade for mere 
political purposes do not show much progress in the maturity 
of a country. 

But this is not the whole question, as there is no doubt that 
the economic situation of Central Europe is still rather unsettled 
owing to the fact that many countries have not wholly lifted 
the exports and imports embargoes. The flood of German goods 
into reparations account has influenced the various markets, 
and the financial situation of Jugoslavia, which is searching 
everywhere for a loan is obviously contributing to keep many 


people away from the Balkanic markets, and consequently 
from using the harbour of Fiume. 

An effort in connection with resuming pre-war transit trade 
through Fiume has already been made through the signature 
of a special Italo-Hungarian agreement for the exploitation 
of the Port of Fiume, and in connection with the foreign 
activities at this port it may be noted that a Royal Commis- 
sioner, with vast powers, was appointed two years ago to 
attend particularly to the co-ordination of the various activities 
of the port without the necessity to inquire every time from 
Rome, so that things are much easier. 

On the other hand, nothing is being neglected to promote 
trade at Fiume, independently from the transit trade, and in 
this connection there is no doubt that the organisation of the 
Fiume International Samples Fair, under the auspices of the 
Italian Government, has not failed to attract the attention 
over this town, while steamship connections have been re-estab- 
lished with practically all parts of the world, with the exception 
of the express service from Trieste to New York and from 
Trieste to Alexandria. 











Notes of the Month. 





Shipwrights and the Wireless Service. 

A long standing association between Seafarers and the Wire- 
less Service was acknowledged at the Candlemas Court of the 
Worshipful Company of Shipwrights when Mr. F. S. Hayburn, 
Deputy Managing Director of the Marconi International Marine 
Communication Company, Limited, was admitted a Freeman 
and Liveryman of the Shipwrights Company whose foundation 
dates back to 1260. 

The ceremony, performed by the Most Honourable the Mar- 
quis of Ailsa, assisted by Sir Archibald Denny, took place with 
old-world dignity in the historical hall of the Barbers-Surgeons 
Company in Monkwell Street, an Inigo Jones building full of 
historic interest that escaped the great fire of London. 

As one speaker at the ceremony expressed it, Mr. Hayburn’s 
admission to the Worshipful Company was the hall mark of 
approbation of the relationship between the Marconi Marine 
Wireless Company and British Shipowners. 


Two P. and O. Ships ordered from Vickers-Armstrongs. 

Messrs. Vickers-Armstrongs Limited have secured the order 
for two P. and O. ships. 

This order has gone to Barrow at a very difficult time when, 
owing to the suspension of naval work and the doubt as to 
future naval programmes, considerable concern has been felt 
in the town as to the employment position in the near future. 

The order for these two ships, which is the largest individual 
order secured by the Barrow Works during the last ten years, 
will very considerably relieve the unemployment position, as 
the work on the ships will absorb an average of approximately 
2,500 men for nearly two years in Barrow alone. Taking into 
consideration the indirect work which will be provided by the 
supply of materials, etc., from different parts of the country, 
it is safe to assume that the average total number of people 
who will find employment from this important contract will 
be more than double that number during the period that the 
ships are under construction. 

The vessels will be propelled by Turbo-Electric machinery, 
manufactured by the British Thomson Houston Co., of Rugby; 
acting in collaboration with Vickers-Armstrongs Limited. The 
Boilers will be of the latest High Pressure Type designed by 
Messrs. Yarrow and Co.; the Boilers for one ship being built 
by Yarrow, and for the second ship by Vickers-Armstrongs. 


Long-distance Marconi Equipment on “ Discovery II.” 


The Marconi installation on the new Royal Research Ship 
** Discovery II.,’’ which left St. Katherine's Dock, London, 
on Saturday morning, December 14th last, on a three-years’ 
voyage of scientific exploration in the Antarctic, will keep her 
in direct communication with Britain throughout her sojourn 
in the Far South. 

Valve transmitters and receivers for short and -long waves 
have been installed by the Marconi International Marine Com- 
munication Co., Ltd., together with a Marconi direction-finder 
and a quenched-spark emergency transmitter. 

The Marconia short-wave transmitter, using the same high- 
tension supply as the medium-wave transmitter, is capable of 
communicating at extreme ranges, and under favourable co7- 
ditions communication may be said to be world-wide. For 


communication with other ships and with shore stations over 
distances of 1,000 miles or more on wavelengths between 600 
and 800 metres, a Marconi Type MC13 transmitter of 14-kilo- 
watts power will be used. : 
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Two valve receivers are installed to cover wave ranges of 
from 15 to 80 metres and from 220 to 25,000 metres respec- 
tively, enabling ‘*‘ Discovery II.’’ to listen-in to the principal 
short and long wave stations of the world. 

For the assistance of navigation a Marconi direction-findei 
is fitted in the chart-room, this instrument having proved ¢f 
particular value to navigation in Polar regions where tke ordi 
nary magnetic compass is subject to considerable erreurs. With 
the standard Type 11G Marconi receiver and amplifier a new 
experimental type of direction-finder aerial is employed, con- 
sisting simply of two small metal loops fixed at right angles 
to each other and mounted rigidly on a pedestal. This aerial 
is extremely efficient, in addition to being robust and 
inconspicuous. 


Cold Storage Transit Company. 


The Kuhltransit A.G. Hamburg, has increased its capital by 
the issue of 561,000 R.M. in shares placed on the Berlin ex- 
change. The money thus raised is to be devoted to the con- 
struction of a new cold storage warehouse in Berlin. The 
company has a capital of 3 million marks and has warehouses 
in Hamburg, Leipzig, Berlin, Cuxhaven (for fish only), to- 
gether with parking accommodation for 500 cold storage railway 
trunks and considerable plant. Business appears to be on a 
par with that of 1928 when the dividend was 12 per cent. 
on 2.4 million marks of the old shares and 6 per cent. on 
600,000 marks new shares. 


Elbe Inland Traffic Conditions. 


The Association of Chambers of Commerce of Central Ger- 
many has appointed a commission composed of members of 
the chambers of Dessau, Halberstadt, Halle and Magdeburg, 
to devise a scheme for overcoming the difficulties attending low 
water conditions on the Upper Elbe. Navigation has not 
recently been interfered with, sufficient depth having prevailed 
on the entire stream, and a surplus of cargo space has kept 
rates low. The following freights are quoted from Hamburg 
to Berlin, 15 to 18 Pfgs. per kilos 100; Magdeburg, 10 Pfgs. 
per kilos 100; Riesa-Dresden, 15 Pfgs. per kilos 100. 

Downstream business from Czechoslovakia has improved, 
and a rate of M. 3.20 per ton was paid on lignite to the Lower 
Elbe. A low water level is anticipated in Bohemia and the 
locks at Lubz (Macklenburg-Schwerin) will be closed until the 
end of January. 


Inland Water Craft at New Orleans. 


December arrivals of inland watercraft at the port of New 
Orleans amounted to 274 barges, tugs, steamboats and other 
vessels of more than 25 tons, with aggregate tonnage of 
107 ,522. 


There were 82 arrivals of Mississippi—Warrior Line 
barges. 


Inner Harbour Navigation Canal, New Orleans. 


During the month of December, 1929, the New Orleans inner 
harbour navigation canal was used by 697 vessels of all classes, 
with an aggregate tonnage of 364,416, an increase of 12,041 
tons over the figure for December of 1928. There were 152 
barges of the Mississipi—Warrior service, or 60 more than in 
the previous December. Thirty-nine ocean vessels used the 
canal during the month, 
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The Luigi Rizzo Dock, Port of Fiume. 























Duke of Abruzzi Dock, where additional 3 tons Cranes are to be placed and the Breadth of the Quay 
enlarged by 20 metres. 
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HE North-East Coast ports marked the year 1929 by 
the creation of a series of new records respecting 
the coal trade, upon the success of which the well- 
being of the district so largely depends, and the New 

Year has commenced with the promise of a continuance of 
activity in that all-important industry. The shipments at Blyth 
and at the Hartlepools were greater than ever before, and, if 
the Tyne did not make a record, it at least had the fine output 
of 19} million tons. The total for the three northern ports— 
Tyne, Blyth, and Wear—was 29,146,563 tons, compared with 
25,017,675 tons in 1928, an increase of 164 per cent. To 
illustrate how much the railway traffic benefited by this volume 
of trade, it may be mentioned that the shipments of coal and 
coke from Dunston, Tyne Dock and Blyth staiths of the 
London and North-Eastern Railway for the whole of the year 
were 3,482,566 tons larger than in 1928. The totals were: 
Tyne Dock, 4,688,537 tons against 2,562,947 tons, increase 
2,125,590 tons; Dunston and West Dunston, 5,460,747 tons 
against 5,062,756 tons, increase 397,991 tons; and Blyth, 
5,574,807 tons against 4,615,822 tons, increase 958,985 tons. 


Hartlepools’ Record. 

The Hartlepools with total coal and coke shipments of 
3,470,000 tons in round figures, showed a jump of more than 
200,000 tons over 1928. This constituted a record, and is 
more than a million tons greater than the pre-war record, which 
was attained in 1913, when 2,400,571 tons of coal and coke 
were shipped. The lowest figure for the past thirty years was 
recorded in 1926—the year of the coal stoppage—when the 
total export amounted only to 843,536 tons. 

An important factor in expediting the loading was the work- 
ing of additional shifts by the coal trimmers and teemers of 
the port. At two of the leading berths a third shift, from 
10 p.m. to 6 a.m., is now worked, whilst there is also the 
arrangement by which work is continued on Saturday after- 
noons, if by this means the loading of a vessel can be com- 
pleted, and she can be got to sea, thus saving a week-end 
delay. 

Increased mechanical facilities for the shipment of coal from 
the Hartlepools have been necessitated, and the first section 
of these came into use in the last week or two. It was the 
initial section of a comprehensive scheme of improvements by 
the London and North-Eastern Railway Company. It con- 
sisted of an additional berth and gravity spout at the north- 
east corner of Victoria Dock, Hartlepool, for trawlers and 
medium-sized steamers. Preparations are also well in hand 
for the installation of a belt conveyor for large vessels at what 
i: locally known as ‘‘ Tay Bridge,’’ West Hartlepool. The 
schemé also includes the reconstruction of the coal staiths at 
Harbour Terrace, West Hartlepool, with four gravity spouts 
and a belt conveyor for dealing with 20-ton waggons; the 
lengthening and alteration of the main staiths at Hartlepool 
for loading larger vessels; and the extension of Cemetery 
North Siding. A substantial expenditure by the railway com- 
pany is involved in the scheme. 


Proposed New Hebburn Docks. 

An interesting development at Hebburn-on-lyne is pro- 
mised, for Sir George Renwick, Bart., recently stated that he 
and his friends are formulating a scheme for the construction 
of docks. The proposal is to build a dock—probably two 
later—on the site of the Renwick and Dalgliesh shipyard at 
Hebburn. The yard was laid down in the war days, but no 
vessel has ever been built there, and Sir George recently said 
they had abandoned all idea of a shipbuilding yard. He said 
they were going to build a larger type of dock, principally 
for oil tankers, and, in view of those vessels’ growing size, 
the docks would be 600 to 700-ft. in length. Sir George 
expressed the opinion that there was room for more docks 
on the Tyne, for the existing docks had been well filled last 
year and work was increasing. Sir George Renwick is 
managing director of Fisher, Renwick and Co., steamship 
owners, and is chairman of Manchester Dry Dock Co. 


Port Facilities. 
Included in the report of the Port Facilities Committee are 
some interesting local references. The report states: ‘‘ The 


Tyne Improvement Commission have an important scheme for 
deep-water berths and staiths at Jarrow Slake which, how- 
ever, requires not only Government assistance, but the active 
co-operation of the railway company. 
that both will be forthcoming.’’ 
Blyth finds a place in the report, the Commissioners’ scheme 
of improvement being commended, and the view expressed that 


The committee trust 


the two berths on the south side of the river belonging to 
the railway company should be brought into use again as 
required, 

Regarding the Hartlepools, the committee have no recom- 
mendation to make affecting the coasting and home trades, 
but point out that local opinion favours a new deep-water dock 
on the Slake site. 

There is an extended reference to Middlesbrough. For some 
time past, the report states, the overseas trade of this port 
has been badly handicapped by the lack of proper docking 
facilities. While schemes for deepening the river and provid- 
ing additional wharves are in contemplation, these, although 
useful in themselves, cannot replace the need for a new dock. 
This need is urgent: the trade of the port is growing and 
has recently been swollen by the advent of the Imperial 
Chemical Industries. ‘The present dock belongs to the London 
and North-Eastern Railway Company, and while the com- 
mittee recognise the financial considerations which may make 
that company hesitate to embark upon the capital expenditure 
needed, they can see no justification for the refusal, which 
the customers of the port have hitherto met, to provide the 
facilities required, if the Government is prepared to assist. 
They therefore hope that this proposal will receive full con- 
sideration. 

Mr. J. H. Amos, general manager of the Tees Conservancy 
Commission, has recently denied the statement that negotia- 
tions for better dock facilities had been dropped. Schemes 
were being discussed, and it was hoped that the Commis- 
sioners and the London and North-Eastern Railway Company 
would be able to evolve a practical plan for meeting any 
increase in shipping in the Tees. 


Newcastle-Bergen Service. 


A new fast motorship is being built at Elsinore for the 
Bergenske Shipping Co., for the Tyne—Bergen service. The 
vessel will be 412-ft. long, 54-ft. maximum breadth, and with 
a tonnage of about 5,600 tons. The propelling machinery will 
be by Burmeister and Wain, with that firm’s latest make of 
super-charger driven direct from the engines. This latter will 
normally run at a speed of 155 revolutions per minute, develop- 
ing about 11,000 i.h.p., which will give a cruising speed of 
19 knots. With this speed the distance from Bergen to 
Newcastle can be covered, quayside to quayside, in 21 hours. 
There will be accommodation for 185 first-class passengers 
and 80 second-class. 


Personalia. 


Sir William Noble, the well-known Tyne shipowner, who 
also so ably presides over the business of the ‘Tyne Improve- 
ment Commission, received many congratulations on being 
raised to the Peerage as a Baron at the New Year. 

Mr. R. M. Glover, of Messrs. Bessler, Waechter, Glover and 
Co., coal exporters, of Newcastle, has decided, on grounds of 
health, to retire from the chairmanship of the company. Mr. 
Glover had been connected with the Tyne coal trade for more 
than 50 years. 

During the past month, death has removed three well-known 
North Country figures: Mr. Hugh Laing, managing director 
of Sir James Laing, Ltd., shipbuilders, of Sunderland; Mr. 
George Vardy, until recently associated with Swan, Hunter 
and Wigham Richardson, of Wallsend (he superintended the 
engining of the ‘‘ Mauretania’’) and Mr. Harry Walker, 
chairman of Messrs. Clarke, Chapman and Co., engineers. 








New Lock on the Friesoyth Canal, Germany. 


The new 300-ton lock on the Friesoyth Canal, which will 
render possible in future the direct passage of ships from the 
Kuestenkanal into the Friesoyth Canal, has been completed and 
recently taken over. The lock is of much larger dimensions 
than the earlier locks in this canal. 

In the meantime the building of the culvert (Duekers) which 
was made for improving the drainage of the moorland, and 
which conducts the moorland water into the river Soeste, has 
been put in hand. 

Traffic from the Kuestenkanal into the Friesoyth Canal will, 
however, commence next spring. Up to then, therefore, the 
waterway from here to the Hunte-Ems Canal will not be free. 
As hitherto, freights for Friesoyth must be unloaded and put 
on rail. The principal articles dealt with just now are grain 
and bricks. 
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Locomotive Traffic. 

HE dispatch of locomotives is becoming a feature of 
Manchester dock traffic. In November twelve loco- 
motives and tenders were shipped for India and two 
sleeping coaches for Port Sudan. The locomotives 

and tenders, which were shipped fully assembled, were destined 
for the Bombay, Baroda and Central Indian Railways and the 
Assam-Bengal Railways. 


A Memory of the Past. 


The Mersey Docks and Harbour Board has reproduced an 
old coloured print of the telegraph station which many years 
ago was situated on Bidston Hill, the highest point from which 
an extensive view could be obtained of the Liverpool Bay. It 
shows graphically how shipowners and merchants, at the close 
of the eighteenth century, obtained early news of vessels bound 
for Liverpool. Each important shipowner had his own flag 
signal—they are all identified on the print—and as soon as the 
look-out man at Bidston could identify a ship in the offing 
he would hoist the owner’s flag on the appropriate pole. All 
such signals were recorded and at once reported to those 
interested by a watchman at the Liverpool station. This was 
originally on top of a Chapel Street warehouse, later on St. 
Nicholas’s Church tower, and finally on the top of Tower 
Buildings. The system operated from 1771 to 1827. 


Pile Driving at Preston. F 

Pile driving is in full swing on the Broadgate Preston flood 
works. The task is to drive into the river bank at intervals 
of eight feet, along the whole length from the West Lancashire 
railway bridge to the new bridge at the foot of Fishergate- 
hill, 12-ft. ferro-concrete piles to form the foundation of a 
raised embankment. Each of the piles will act as pillars of 
a concrete wall that will border the footpath. A short length 
of rail carries the big driver derrick, which has to be moved to 
bring the ram directly over each pile. What puzzles the crowd 
of curious spectators is the total disappearance of the big 
concrete piles leaving only eight iron rods projecting above 
the bank. These will form the core of the iron reinforcement 
around which the concrete wall will be moulded, each of the 
pillars being connected with a meshwork of iron. 


A Fleetwood Cameo. 

During 1929, 1,192,893-cwt. of fish valued at £1,653,667, 
were landed at Fleetwood. ‘These are big figures. The signi- 
ficance of them is in the analysis, which shows an advance in 
every direction upon 1928—bigger weight of fish landed, beiter 
prices, more of the fish from local trawlers and less from 
foreign-owned boats using the port. Fleetwood has through- 
out the year retained its position as the largest hake fishing 
port in the world. Over 13,500 tons of this fish have been 
landed, or 7,000 cwts. more than at Milford Haven, which is 
Fleetwood’s only serious rival in the hake trade. 


Cargo Handling Comparisons 

Some little time ago it was recorded that the White Star 
liner ‘‘Baltic,’’ in Gladstone Dock, Liverpool, completed a dis- 
charge of 35,698 packages in twenty working hours, giving an 
average of nearly 1,800 packages per hour. This has drawn 
from Mr. W. Walker, agent for Messrs. Elder Dempster and 
Co. Ltd., Port Harcourt, Southern Nigeria, the comment that 
the following figures offer an interesting comparison, especially 
when it is considered the effort was accomplished with, at least, 
75 per cent. less efficiency in labour and equipment of up-to-date 
appliances available in Liverpool, and especially in the Glad- 
stone Dock:—Mail steamer ‘‘Appam’’ at the Port Harcourt 
station on November 16th, 1929, discharged and loaded 46,468 
packages in seventeen working hours, averaging 2,733 packages 
per hour, the cargo consisting of :—Outwards, general 
heterogeneous cargo, 17,390 packages; homewards, bags of 
tin concentrates, 29,078 bags; deadweight tonnage 2,000 tons ; 
average 118 tons per hour. 


Mersey Tunnel Progress. 


An average of more than half the excavation work has been 
done on three Mersey tunnel contracts now in active progress. 
The Joiat Engineers (Messrs. Basil Mott and J. A. Brodie) 
reported to the January meeting of the Mersey Tunnel Com- 
mittee that of the total amount of £2,8383,067 involved in the 
three contracts, a sum of £1,328,110 had been spent, or 46.8 
per cent. of the total. The excavations done amounted to 


322,560 cubic vards, or 52 per cent. of the total of 619,500 
cubic yards and the total number of men employed was 1,486. 
On contract No. 2, comprising the construction of the 44-ft. 
diameter iron-lined tunnel between the shafts at George’s Dock, 


Liverpool, and the Morpeth Branch Dock, Birkenhead, the 
estimated value of the work to date was £1,009,200 or 70.8 
per cent. of the contract amount of £1,413,601. The enlarge- 
ment of the original headings to the full-sized tunnel was 
proceeding at six working faces. The total volume of exca- 
vation to date was 202,650 cubic yards, or 77.8 per cent. of 
the total 260,000 cubic yards in the contract. Of the cast 
iron lining there were now in place 37,480 tons or 71.3 per cent. 
of the total 52,600 tons in the contract. This was 12 per 
cent. ahead of the scheduled programme. The number of 
men employed on this contract was about 716. Practically 
the whole of the upper half of the cast iron lining was in place, 
there being only two closure lengths lacking. Work was in 
progress on the lower half of the cast iron lining at six 
working faces and some 44 per cent. of this half was now in 
place. On contract No. 3, comprising the construction of 
the full-sized tunnels on the Birkenhead side, the contract 
amount was £749,075 3s. 1d., and the estimated value of the 
work to date was £179,730, or 24 per cent. of the total. On 
contract No. 4, comprising the construction of the full-sized 
tunnels on the Liverpool side, the contract amount was 
£670,390 10s. 6d., and the estimated value of the work to 
date was £139,180, or 20 per cent. of the total. 


Another Fleetwood Contract Let. 

Another important contract has been approved by the direc- 
tors of the L.M.S. Railway Company in connection with their 
£100,000 Wyre Dock extension scheme at Fleetwood. 
Wrigley and Sons, who are at present carrying out the widen- 
ing and reconstruction of what is known as the “* Herring 
Arm ”’ of the fish stages and other improvements, including 
the construction of a new berth for consignments of fish by 
passenger trains, have been given the contract for the 
widening of the remainder of the fish stage and the erection 
of an upper storey to which the fish merchants’ offices will 
be transferred. 


Messrs. 


Retirement. 


Mr. J. M. Chittick, for many years first assistant harbour 
master under the Mersey Dock Board has retired. He has 
been succeeded by Commander C. E. Brown, the second 
assistant harbour master. To succeed Commander Brown, Mr. 
T. Atkinson, dock master at Canada Dock, has been appointed. 


Birkenhead Scheme Held Up 

Some disappointment is being experienced at Birkenhead 
owing to the holding up of the big development scheme at 
the north end of the town contemplated by the Dock Board. 
It was suggested at the January Town Council meeting that 
the Mayor might find it possible to arrange a friendly meeting 
with the Dock Board to see whether they could assist in 
removing any difficulty which might be in the way of getting 
the work ‘Started. It would be a big thing for the town 
and would do much to relieve unemployment. The Mayor 
stated that certain discussions had already taken place. 


Threat to a Dee Port. 


The Parliamentary Bill of the London and North Eastern 
Railway Company, now being promoted, contains a_ serious 
menace to Connah’s Quay shipping. Clause 48 of the Bill 
provides that the Railway Company may abandon the main- 
tenance and use of all or part of their docks, wharves and 
quays at Connah’s Quay, and that thereupon all powers and 
obligations conferred or imposed on the Company with respect 
to the docks, wharves and quays shall cease. The clause fur- 
ther empowers the Company to use for their general purposes, 
or lease or sell the property forming the site of the docks, 
wharves and quays so abandoned. Needless to say the local 
Councils and the Dee Conservancy Board are much concerned 
lest the docks, wharves and quays of Connah's Quay may 
be abandoned and become derelict, to the detriment of the 
district and the traders of the river. 

If the Company succeeds in carrying through the Bill in 
its present form it will greatly prejudice the interests of the 
district and make it difficult, if not impossible, to secure the 
improvement of the navigation of the river. The Connah's 
Quay Urban Council and various firms interested in the 
shipping industry have lost no time in moving with a view to 
getting the bill opposed. A meeting of a sub-committee of 
the Council and others interested has been held, and it was 
attended by Mr. F. Llewellyn-Jones, M.P. for Flintshire. Mr. 
Llewellyn-Jones has undertaken to do everthing in his power 
with a view to preventing the clause complained of becoming 
part of the Act. 
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Electric Cranes. 

Mr. R. Pryce Jones, in an address to the students’ section 
of the Institution of Electrical Engineers at the Engineers’ 
Club, Manchester, on 14th January, said: *‘ During the last 
few years most improvements in industry have been due to 
the extended use of cranes. For the most part, electric cranes 
are used in the place of steam cranes only because they are 
cheaper to run. Yet there are many industries where a suit- 
ably designed electric crane would in many ways be an 
improvement.’’ 


Proposed Dam for River Wyre. 

Messrs. Whitaker and Gardner, civil engineers of Blackpool, 
have propounded a scheme for improving the drainage of the 
Wyre area and carrying a roadway across the river. Mr. P. 
Holt Whitaker, A.M.I.C.E., explains that the primary object 
of the scheme is in the provision of a dam or barrage to 
prevent the tidal waters flowing into the estuary above the 
dam when the river was in flood, and to utilise the upper 
portion of the estuary for the purpose of storing storm water 
during tide locking. The site selected for the dam is between 
Stanah Clough and Staynall. The reasons for selecting this 
site are:—(1) The nearer the dam is to the sea the greater 
is the storage capacity available; (2) It is conveniently placed 
for connecting Victoria Road, Thornton, and the main road 
at Staynall without necessitating lengthy approach roads; (3) 
The flood waters from the Thornton district conveyed to the 
Hillylaid pool could, during the tide locking, discharge over 
a weir direct into the portion of the estuary above the dam 
reserved for the storage of flood waters; and (4) The waters 
from Hillylaid pool which discharged at Stannah Clough could 
assist in keeping the tidal gates on the dam free from silt 
deposit. The proposed dam would be of concrete in the form 
of a bridge or viaduct and each opening for the passage of 
water would be provided with tidal gates. Under the second 
part of the scheme a road would be constructed across the dam 
and the distance from Fleetwood and Thornton and district to 
the North would be reduced by about three miles. If an 
adjustable low level weir were also provided the fresh water 
in the river above the dam could be impounded or held up, 
and the impounded water would form a lake the top water of 
which could be fixed at such a level as to leave storage for 
storm water below flooding level. In the case of the Wyre 
it would not only be practicable, but very advantageous, to 
be able to use a lake as a scouring basin or reservoir during 
the dry season. Mr. Whitaker quoted engineering authorities 
and examples from Continental harbours to show the value of 
this system of sluicing for the maintenance of channels. It 
might be argued that silting from the upper reaches of the 
river would take place in the lake or scouring basin, but these 
authorities were strongly opposed to any impounding of fresh 
water in the winter season when practically the whole move- 
ment of silt from the upper reaches took place. 

The estimated cost of the scheme as outlined is £200,000, 
these being purely engineering figures which do not take into 
consideration possible claims for compensation. 


Re-opening of Prince’s Dock. 

Prince’s Dock, Liverpool, which has been closed twelve 
months to enable the entrances to be widened, is now in service 
again. The dock has been the Liverpool home of the vessels 
of the Belfast Steamship Company for many years, but the 
advent of larger vessels rendered it necessary for extensive 
works to be carried out. ‘This joint effort on the part of the 
Mersey Docks and Harbour Board and the Belfast Steamship 
Company is aimed at enabling every ton of cargo offered at 
Liverpool to be shipped without delay and to provide adequate 
accommodation for passengers. Prince’s Dock was originally 
opened on July 19th, 1821, when the first vessel to enter the 
new dock was the Liverpool-built West Indiaman ‘‘May.’’ The 
construction of the dock under the Liverpool Dock Act of 1811 
necessitated the demolition of the old fort and Corporation 
baths from which the present Bath Street derives its name. 
At the time of its construction the Prince’s was the most 
ambitious scheme ever undertaken by the Liverpool Dock 
Committee. It cost £650,000. In addition to widening the 
entrance to the dock, the Dock Board has completely remodelled 
and enlarged the cargo sheds. — Electric transporter cranes have 
been installed at both Belfast and Liverpool, which admit of 
cargo and motor cars being transferred direct with one operation 
as between the steamers’ holds and the sheds, without involving 
the use of planks. This, of course, makes for safer and more 
expeditious handling of goods. 


Need for New Ferry Approaches. 

Improvements to Fleetwood’s ferry facilities have been long 
contemplated. Two years ago plans were got out for the 
construction of a more imposing approach to the ferry landing 
stage on the Fleetwood side, with commodious waiting rooms, 
offices, etc., but the scheme was shelved and the accommodation 


to-day remains as inadequate and unsatisfactory as ever. The 
question of providing improved landing facilities on both sides 
of the river has, however, lately been again engaging the 
attention of the Ferry Sub-Committee or local Council. It is 
suggested that a floating landing stage should be constructed 
on the Fleetwood side and the Surveyor (Mr. W. Melville) 
has been requested to prepare sketch plans and an estimate 
of the cost. At the request of the Ferry Sub-Committee the 
Surveyor and the Ferry Manager (Capt. W. Fish) have also 
prepared a joint report on the best method of improving the 
landing facilities of Knott End. These schemes and reports 
were submitted to the Ferry Sub-Committee at their last 
meeting, when certain alterations were suggested and amended 
plans and estimates were ordered to be got out. 


Tunnel Geology. 

‘* The Geology of the Mersey Tunnel ’’ was the subject of 
an address by Professor P. G. H. Boswell recently to the 
Manchester Geographical Society, to whom he showed a series 
of highly interesting slides and charts of the region of. the 
Mersey estuary. In boring this second Mersey tunnel, the 
engineer had the experience of the railway tunnel to go upon, 
he said, and also the work of the Liverpool geologists, Morton 
and Mellard Reade. Up to the present the cost of the explor- 
atory work had just been about a quarter per cent. of the 
total expenditure, which had been estimated at £5,000,000. 
Tunnel schemes generally cost more than was_ originally 
reckoned and he cited the Gibraltar estimate as seeming ‘‘very 
modest.’’ It was expected that the Mersey Tunnel would be 
completed by the end of 1931. At present tubbing was com- 
pleted all the way along the top of the tunnel, but at the 
bottom only a small portion was finished. 


New Sea Wall in Mersey. 

Liverpool Corporation Health Committee has decided to 
invite tenders for the construction of the Otterspool Sea Wall 
by advertisement, in addition to a list of firms submitted by 
the City Engineer. 

Extended Shipping Services. 

Amongst recent developments in the shipping services of 
Manchester is that of the Reardon Smith Line which entered 
the Pacific Coast—United Kingdom trade a little over twelve 
months ago with a monthly service homewards. The service 
has since been increased to a fortnightly one. As Furness 
Withy also maintain a fortnightly service with the Pacific Coast 
ports, it will be seen that importers interested in this trade 
have excellent steamship services with Manchester. The re- 
sumption of trade with Russia has resulted in several steamers 
loading at Manchester, principally with textile machinery. 
Sailings have been at monthly intervals and it is anticipated 
that the service will be continued and possibly increased. 








Port of Hamburg during 1929. 


The annual report of the Hamburg Chamber of Commerce 
states that the sea-going goods traffic in the joint port area of 
Hamburg, Harburg-Wilhelmsburg, and Altona for the first six 
months of the year, compared with the corresponding period of 
1928, was as_ follows:—-1928—imports, 10,024,500 tons; 
exports, 4,505,500 tons. 1920—imports, 9,247,700 tons; 
exports, 4,566,200 tons. 

The decline in imports is attributed to the falling-off in grain 
shipments. Traffic on the State quays during the first nine 
months nevertheless shows an increase both in regard to the 
number of vessels and the volume of goods handled. Progress 
was made during the year in the construction of the new 
Waltershofer basin, which is nearing completion. The 
Griesenwarder basin which is being excavated was taken into 
the free port zone during the year. With the completion of 
this new area an additional 1}-kilometres of quay space will 
become available for sea-going vessels. The Hamburg Assembly 
has passed a Bill authorising further harbour extensions, 
including the reconstruction of the Sudwesthafen (the former 
petroleum basin). During the coming year an efficient landing 
stage for passenger vessels is to take the place of the present 
temporary structure in the Blockhaus and Nieder harbours. 
Special arrangements are to be made during the coming year 
for dealing with oil tankers in view of the increasing importance 
of this class of traffic. 

The quay dues remained unchanged during the year, but 
there was a movement at the end of the year to introduce 
increases. Owing to the weather conditions, inland shipping 
traffic on the Elbe and Oder has never been so badly hit as 
during 1929. The deep-sea fisheries had a successful year, 
but construction programmes were adversely affected by the 
new taxation law which limits depreciation on new vessels to 


4 per cent. It was also impossible to raise loans. 
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Turbine-driven and other Alternators. 





HE design of large turbine-driven alternators, which 
are often required to run at speeds as high as 3,600 
r.p.m., involves mechanical and electrical features 
radically different in many respects from those of 
slow-speed alternators. The rotor of the.turbine-driven alter- 
nator, though of relatively small diameter, is subjected to 
high mechanical stresses on account of the speed of operation. 
Further, a transformation of a large amount of mechanical 
energy into electrical energy takes place within a compara- 
tively small portion of the machine, where the copper and 
iron losses associated with such transformation are thus con- 
centrated. This gives rise to problems of an_ electrical 
character, demanding the efficient use of materials, and of a 
mechanical nature, necessitating suitable ventilation of the 
machine, so that the losses may be dissipated without exces- 
sive internal heating. In addition, since the tendency these 
days is to increase the capacity of generating units, the effect 
of a breakdown becomes correspondingly more serious, and 
reliability both in the case of the alternator and the turbine 
is therefore of first importance. 

In deciding the rating of a turbine-driven alternator it is 
necessary to consider not only the kilowatt gating of the 
machine, but also the probable power factor of the circuit to 
which the alternator is to supply power. 

The ordinary industrial circuit has a power factor of about 
0.8. If, however, the load consists of a large number of 
relatively small induction motors, the power factor may be 
as low as 0.65. If the load consists entirely of lighting, the 
power factor will be higher, and may be 0.9 to 0.95. 

It will be understood that at power factors different from 
unity, more current is required in the lines, although a portion 
of this current is wattless, that is to say, it does not provide 
useful power, but is incidental to the working of the apparatus 
on the system. It will therefore be obvious that in designing 
a machine for 0.8 power factor, provision has to be made 
in the stator or armature for 25 per cent. more current than 
if the machine were designed for unity power factor. From 
the design point of view, however, the question of power factor 
is more important when considered with regard to the rotor, 
for the increase in rotor field current is considerably more than 
the corresponding increase in the stator. 

A machine designed specifically for a load of unity power 
factor and utilising its full field capacity under that condition, 
if used on a load of 0.8 power factor, must not be loaded in 
k.w. to more than 50 per cent. of its rating at unity power 


factor, otherwise the excitation will exceed the safe capacity 
of the field coils. 

It is therefore of importance in general that the kilo-volt- 
ampere rating of the machine should be carefully fixed in 


relation to the class of service, and in particular that machines 
should not be ordered for unity power factor except in those 
rare instances where this power factor can be definitely main- 
tained. 

B.T.H. turbine-driven alternators are designed with a com- 
paratively large reactance in order to minimise the shock which 
occurs to a machine if it be accidentally short-circuited. This 
is done not only to protect the parts of the machine itself, 
especially the end windings which may be subjected to extreme 
mechanical force, but also to lessen the risk of damage to 
circuit breakers and cables. With these alternators, external 
reactance between the machine and the circuit breaker is there- 
fore not required as part of the alternator equipment. 

A natural consequence of a large internal reactance is that 
the machine has a wide inherent voltage regulation. On large 
machines supplying power systems the incidental load varia- 
tions are small, and as the times of the larger variations can 
be definitely predicted, they can be taken care of by hand 
regulation alone. With all sizes of machines, however, the 
voltage can be maintained practically constant by means of a 
Tirrill regulator, and it is recommended that one be installed 
with machines, especially as more stable operation is ensured 
thereby, both in respect to exciter voltage and machines run- 
ning in parallel. The regulator is especially useful during 
the interval between concurrence of a fault and its clearance 
by the automatic switchgear. 

Should trouble develop in the alternator itself, it is desirable 
that the machine be immediately removed from service, as all 
other alternators on the system will feed the fault, thus 
aggravating the damage and depressing the voltage on the 
system. The stator on all B.T.H. machines are, therefore, 
brought out in such a way that, without further modification 
to the machine, the gear associated with either the balanced 


voltage or circulation current systems of protection can be 
installed. 

Where the machine is of relatively high voltage in com- 
parison with its size, three high voltage leads are brought out 
at the exciter end of the stator, and three separate neutral 
leads corresponding to the three-phase leads are brought out 
at the turbine end of the stator. The usual practice is to 
connect these neutral leads directly through current trans- 
formers, the final common neutral connection to earth being 
made on the under side of the transformers. The corresponding 
transformers on the high voltage end are usually placed 
on the switchboard cubicles, thus affording discriminating 
protection to the cables between the machine and the switch- 
board as well as to the stator windings. 

Where the stator current is high, that is, when the stator 
voltage is low with reference to the size of the machine, a 
complete set of high voltage leads together with a common 
neutral lead are brought out at each end of the machine. In 
these cases also it is usually convenient to run the connections 
from the machine to the switchboard separately, and to con- 
nect the positive transformers in the end of each of the two 
sets of cables before making the common connection at the 
oil circuit breaker. 

Barrel type windings with the basket form of end coils are 
used on B.T.H. alternators, the coils in this type of winding 
occupying a more or less neutral position between the end 
flange and the rotor ring, and thus, as a mutual repulsive 
force is experienced from both these regions, the coils retain 
their position upon the occasion of a sudden heavy short 
circuit, without the use of clamping devices. 

The rotor of the machine referred to is of the non-salient 
pole type, and for all 1,500 r.p.m. machines and for 3,000 
r.p.m. machines up to 5,000-6,000 k.w. consists of a central 
shaft upon which are shrunk individual plates. The shaft is 
fluted and the plates are separated from one another so that 
thorough circulation of the cooling air is assured. Inasmuch 
as the shaft serves the further purpose of conducting a certain 
portion of the magnetic flux between adjacent poles, the fluting 
on the shaft for four-pole machines is arranged differently 
from that for two-pole machines. 

For outputs up to 5,000 k.v.a. the General Electric Co. has 
adopted a machine of the axially ventilated type. The main 
feature of this design is that the whole of the ventilating air 
enters the machine at one side and leaves it at the other after 
passing through the body in an axial direction only. For 
larger machines a combined system of axial and radial ventila- 
tion is usually employed. In some cases for very large sets 
an external ventilating fan is more economical. 

A special feature of the stator windings has been made in 
these machines, and mica is used exclusively for use between 
separate turns and between turns and iron wherever feasible. 
The mica insulation for the windings is used either in the 
form of troughs or tubes. Alternatively, the wind- 
ings may be wound with mica tape. Individual conductors, 
also, are separated by mica troughs or wound with mica tape. 
The insulation of the coils to earth invariably consists of seam- 
less mica tubes, which are moulded on to the cores by a patent 
process, ensuring that the coils are free from enclosed air, 

To prevent movement of the coils in the event of a short 
circuit, heavy bronze clamps with spacing blocks of wood are 
used on small machines. In other cases the support is afforded 
by phosphor bronze rings which are held in position by stout 
ribs cast on the end plates of the stator. 

The rotor winding consists of coils which are completely 
shaped before they are embedded in the slots, the winding 
being insulated with mica and asbestos, all joints being brazed. 

The Laval generator consists of a cylindrical rotor with radial 
slots for the magnet winding and axial cooling channels milled 
in the teeth, an armature with closed endbells, axial cooling 
channels stamped out in the armature plates, and a_ suction 
fan on the rotor shaft. The rotor winding consists of copper 
bars, formed into coils, the turns being insulated by impreg- 
nated paper, while the complete coils are insulated from the 


seamless 


rotor slots by mica. 

The use of steam engines for driving electric generators has 
become less frequent since the rapid development of the tur- 
bine, but gas engines, especially those of the larger types, may 
in certain instances be used with advantage. In other cases, 
the Diesel engine is a very economical prime mover, 

For this class of service, Messrs. British Brown Boveri use 
internal pole machines almost exclusively. In view of the 
moderate speed of the machines, only protected types are used, 
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i.e., the system of ventilation is such that the cooling air is 
drawn in from the machine room and is again returned to it 
after passing through the alternator. The air is set in motion 
either by the pole-wheel itself or the flywheel, and a shield 
protects all the current carrying parts from accidental contact. 

As a result of the large reactance and the wide inherent 
regulation of alternators, the voltage variation on the exciting 
circuit under different conditions of load is relatively wide. In 
the case of large machines the ratio between the voltage on 
the slip ring at no load to that corresponding to maximum 
k.v.a. at the specified power factor, may be of the order of 1:4. 
Under the above conditions, excitation of several machines from 
common bus bars or from a battery is not advisable in view 
of the cumbersome alternator field rheostats which are required 
and the fact that the location of large rheostats in a position 
suitable for dissipating the heat they generate is a difficult 
problem on the larger machines. There is further objection 
to the use of field rheostats in the alternator field circuit, 


namely, that any surge on the line is transferred inductively 
into the rotor windings and may cause an abnormal increase 
in voltage if the external circuit has any appreciable resistance. 

A separate exciter direct coupled to the alternator and con- 
trolled by its own regulator therefore affords the best means 
of excitation in this case. For obvious reasons, exciters 
equipped and controlled in this way to meet the special con- 
ditions of turbo alternator service cannot be arranged to 
supply, in addition, power to external circuits, such as for 
station lighting or for driving auxiliaries. 

For the cooling of G.E.C. alternators, the Battersea closed 
circuit system is adopted. In this system the same air is 
continuously circulated in the closed circuit, consisting of the 
alternator, cooler, and short connecting ducts which are 
usually contained within the foundation block. The heat is 
abstracted from the air by means of the surface cooler, 
through the tubes of which the condensate and make-up feed 
water is passed, thus returning heat to the boiler. 
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Clyde Navigation Trust. 


T a recently-held meeting of the Clyde Navigation Trust 
the president (Mr. James Craig) pleasingly pointed 
out that the revenue for the past six months had been 
over the average, and that it was expected this 

favourable position would be maintained during the first half 
of the year 1980. Commenting on the trade of Glasgow 
Harbour generally, Mr. Craig added that the year 1929 had 
been somewhat exceptional with regard to changes in the 
rating powers of the Trust. There was, in the first place, 
the Trust’s own bill, which included a completely new schedule 
of rates, and this bill passed with comparatively few alterations 
through the House of Commons and the House of Lords and 
came into operation in August last. The rates authorised by 
the new Act give, on the traffic of the standard year of 1925 
—on which the rating was based—relief to the due-payers of 
not less than £55,000. 





Further Relief under the De-rating Scheme. 


** Next,’’ proceeded Mr. Craig, ‘‘ there was the de-rating 
scheme of the Government, which enables us to give a further 
relief in dues of £81,000 per annum as from October last. This, 
therefore, makes a combined sum of £136,000, which it is 
hoped will greatly help the trade of our port. Owing to these 
alterations the revenue of the first six months of the present 
financial year can only be fairly contrasted with the standard 
revenue required, and—after making allowances for the modi- 
fications to which I have referred—you will be glad to learn 
that, on this comparison, the revenue for this period is about 
£13,000.”’ Continuing, Mr. Craig also noted that general 
foreign imports and exports also showed an increase of about 
40,000 tons for the period under review. 


Character Sketch of Mr. James Craig. 


In a recent issue of the Glasgow News an interesting 
character sketch was published concerning Mr. James Craig 
in his capacity as president of the Clyde Navigation Trust, 
in the course of which it was noted that he has been a popular 
and prominent member thereof for the long period of 26 years, 
during the last eight years having acted as deputy chairman 
to the veteran Sir William Raeburn. ‘‘ Mr. Craig,’’ observes 
the writer, ‘‘ may be said to have commenced life with a 
silver spoon in his mouth and a tiller in his hand, but, better 
still, he began with the atmosphere around him created by 
the personality of people of large civic spirit. He entered in 
early life the business of Continental, American and Colonial 
flour and produce importers, and the Clyde Trust, the Clyde 
Pilotage Authority, and the Clyde Lighthouse Trust have been 
always helped by his counsel. There are some who regret 
that the Glasgow Corporation ever allowed the management 
of the Clyde to pass into other hands, but the virtue of the 
Clyde Navigation Trust is that it summons to its service men 
who could not engage in the many-sided activities of the civic 


body.”? 


Greenock Harbour Trust 


It is reported that the accounts of the Greenock Harbour 
Trust for the past year show a balance on the right side. A 
proposed extension of Princes Pier was first mooted in July 
last, and at a meeting held several months later the Trust 


put forward several schemes for the consideration of the 
Government in the hope of securing grants, the most important 
being the widening of the Garvel graving dock entrance. The 
schemes proposed comprise the extension of Princes Pier to 
provide accommodation for ocean liners (estimated at 
£175,000) ; the widening and rectifying of the shape of the 
entrance to the Garvel graving dock (estimated at £27,000) ; 
a new coaling crane capable of dealing with 20-ton waggons 
(estimated at £11,000); the reconstruction and deepening of 
the cattle berth at Princes Pier (estimated at £5,000); and 
the reconditioning and dredging of East India Harbour 
(estimated at £7,000). 


Outbreak of Fire at Leith Docks. 


Recently damage amounting to the sum of £350,000 was 
caused by an alarming outbreak of fire at Leith Docks, during 
which a gigantic grain elevator and warehouse were com- 
pletely gutted. The elevator and warehouse belonged to the 
Leith Dock Commission, and were situated within the docks. 
At a very early stage of the outbreak it was evident that the 
buildings were doomed, and the efforts of Edinburgh Fire 
Brigade were chiefly directed towards saving the adjoining 
new elevator which was opened up about eighteen months ago 
and is built of reinforced concrete. In this direction the efforts 
of the fire-fighters were successful, although for several hours 
this elevator remained in considerable danger. Grain stocks 
to the extent of £150,000 were destroyed. 


Dundee Harbour. 


A proposal by the Dundee Harbour Authorities to close the 
local harbour to the public at night is (at the moment of 
writing) causing considerable resentment. The proposal has 
been mooted on the ground that this would effect a substantial 
saving in the cost of police supervision. Gates (it is proposed) 
will be erected at several entrances, and watchmen will be 
appointed at a lower rate of pay to take over the duties of the 
police at the gates. One of these gates is suggested at the 
Royal Arch, which is the main entrance to the harbour, and 
which for many years has been used by the public as the 
easiest approach to the Corporation baths, which are within 
the harbour precincts. Citizens, therefore, have come to regard 
the Royal Arch entrance as a public right-of-way. 


Dundee Chamber of Commerce. 


Speaking at a recent meeting of the Dundee Chamber of 
Commerce, the president (Mr. David Hynd) referred to the 
efforts which had been made by the directors—through the 
medium of the Association of British Chambers of Commerce 
—to secure that the port of Dundee should be recognised by 
the shipping lines as a Conference Port. It might be news 
to many people (stated Mr. Hynd) to learn that certain vessels 
calling at Dundee Harbour for the purpose of discharging 
refused to take outward cargo, and, as a consequence, goods 
ready to be shipped by their manufacturers had to be trans- 
ported to Glasgow to be loaded on board the very same vessel 
which left the Port of Dundee empty a few days previously. 
The result was that local manufacturers—engaged in fierce 
competition with foreign manufacturers, in which every penny 
counted—had to add pounds to their production costs to get 
their goods f.o.b. for their destination. 
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Scottish Harbour 
Nairn Harbour. 


In connection with the new £47,000 harbour scheme just 
commenced locally, Nairn Town Council have received intima- 
tion-from the Fishery Board that—when the local contribution 
of £7,000 has been expended on the works—the sum _ of 
£10,000 of the Development Commissioners grant will be paid 
it instalments and that the remaining £4,000 will be paid when 
the Board is satisfied that the work has been satisfactorily 
completed. It was necessary, however, for Nairn Town Council 
to obtain a loan from a source other than the Development 
Fund, and it is now learnt that with a loan of £26,000 free 
of interest until the completion of the scheme—given by a 
friend of Captain the Honourable James Stuart, M.P., who 
represents the Moray and Nairn in the House of Commons— 
the financing of the new harbour is now definitely assured. 
The donor of this loan wishes to remain anonymous. 


Wick Harbour Trustees. 

Wick Harbour Trustees have had under consideration 
letter from the Fishery Board of Scotland intimating that the 
Development Commissioners would raise no objection to the 
Trustees meeting their proportion of the cost of the proposed 
re-surfacing of roads (under the unemployment scheme) from 
the harbour revenue. Great satisfaction was expressed at the 
terms of this letter, and the work is now being proceeded 
with. At the recently-held annual meeting of the Trustees 
the yearly accounts showed that the income for the past year 
was as follows: Shipping and boats, £5,289; imports, £7,117; 
exports, £3,185; and general revenue, £17,338. This (it was 
reported) represented an increase of £427 on the previous year. 


a 


Inverness Upper Harbour Improvement. 

There is no new development with regard to the proposed 
improvement and extension of the Upper Harbour at Inverness, 
but meantime a special committee has been appointed to supply 
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the necessary information to the authorities when and where 
necessary. Inverness Harbour Trustees at a recent meeting 
considered a letter from the managing director of the Moray 
Firth Salmon Fisheries Company, stating their reasons for 
asking permission to refrain from fishing the Stell salmon 
fishings and asking the Trustees to reconsider their decision 
if possible. After discussion it was unanimously agreed to 
grant the request provided the Salmon Fisheries Company 
made an adequate concession with regard to the stake nets. 


New Fire Alarm System at Grangemouth Docks. 


A new and up-to-date system of fire alarms has been installed 
at Grangemouth Docks by the L.M.S. Railway Company. This 
consists of a number of alarm boxes at various points around 
the docks which operate an electric syren in the centre of the 
town, and it is stated that this syren can be heard in a town 
seven miles away. In addition to giving this summons to fire 
brigades, the syren also indicates the section of the docks 
from which the alarm has been given. The breaking of a glass 
panel in one of the boxes at the docks operates the syren in 
the town, and numbered glass discs on the electric standard 
of the syren correspond with the numbers on the alarm boxes 
and show a light indicating the box from which the dock alarm 
was sent. 

Stornoway Harbour Improvements. 

Goodly progress is being made with the proposed scheme of 
improvements at Stornoway Harbour, and the latest stage is 
the submission to the Stornoway Harbour Commissioners of a 
letter from Messrs. Henderson and Nichol, engineers, Aber- 
been, together with a general plan of. the work and copies of 
specifications and conditions of contract. When submitted at 
a meeting of the Commissioners, general satisfaction was 
expressed at the plans as prepared, and it was agreed to remit 
the matter for further consideration to a special committee. 





Developments at the 


Port of Manchester. 





Of the heavy programme of development which the Port 
of Manchester embarked upon since the war, most of the major 
works are now completed or nearing completion. The newer 
works at the Manchester Docks include a range of five-floor 
reinforced concrete transit sheds, the re-building in reinforced 
concrete of Trafford Wharf and extensions to ‘Trafford Wharf 
warehouses; at Stanlow, the petroleum spirit dock and other 
works, and the deepening of the canal from 28 to 30-ft. up to 
that point; at Ellesmere Port, which lies on the seaward side 
of Staniow, a new wharf and transit sheds have been con- 
structed and coal conveyors and dock side cranes installed, and 
the grain handling equipment connected with the Ship Canal 
Company’s grain warehouse completely modernised and electri- 
fied. Lay-byes have been constructed at Stanlow and Moor 
Lane, the port railways have been extended and much new 
plant and equipment installed, including a 60-ton floating crane. 
The extent of the post-war development of the Port will be 
realised from the fact that at the end of the war the capital 
expenditure of the company amounted to roundly £17,000,000, 
while to-day the total expenditure on capital account is approxi- 
mately £20,000,000. In addition to the work of extending and 
developing the actual facilities of the port, the company has 
provided for its future requirements by the purchasing of land 
fronting the canal or docks, at Barton, Ince, Ellesmere Port 
and elsewhere. 

Important re-conditioning work has been carried out on 
Trafford Road Swing Bridge which carries a main road and 
electric tramway tracks between Manchester and Salford. The 
work included the fitting of new rollers and roller paths. To 
effect these renewals the bridge was lifted by four 500-ton 
hydraulic jacks to a height of 6 inches; it was then rigidly 
packed to allow the passage of vehicles to continue. After 
the bridge was lifted, the old roller paths had to be cut out 
and a new bed prepared by the stonemasons for the reception 
of the new lower path. Each of the steel paths, upper and 
lower, between which the rollers revolve, has a mean diameter 
of 49-ft. 6-in. consisting of 22 segments. The 64 tapered 
rollers are of forged steel with hollow interiors, and rotate 
on steel shafts carried by an angular frame, which in turn 
pivots around a centre press fixed in the centre of the bottom 
path. The task of lifting the bridge, replacing the paths and 
rollers, and putting the bridge into normal commission again 
was carried out in ten days less than the forty days anticipated, 
and the actual time the bridge was entirely closed to traffic 
was a matter of a few hours only. 

A third boiler of the water tube type having a yenerating 
capacity of 22,000-lbs. per hour has been added to the installa- 
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tion at Stanlow for the purpose of augmenting the steam 
supply to vessels loading or discharging in the oil dock, and 
two new ‘‘Galloway’’ type boilers, 26-in. by 6-ft. 6-in., have 
been installed at Eastham to supply power for the lock 
machinery in place of the two which have reached the end ol 
their useful lives. 

Four additional movable electric cranes, 24-tons in capacity, 
with a lifting height of 60-ft. above quay level and a maximum 
radius of 45-ft., have been installed at Ellesmere Port, to assist 
in the handling of general cargo, and a contract is at present 
proceeding for the supply of a ten-ton electric portal crane (also 
for Ellesmere Port) which, being fitted with a grab, will be 
suitable for either general or bulk cargo as required. 

Extensive repairs are being undertaken on the sluice gates 
provided at the locks for passing superfluous flood water to 
the lower réaches of the Canal. enable this work to be 
carried out necessitates the erection of temporary dams both 
above and below the gate under repair, in order that a space 
on either side may be pumped dry. The attention being given 
ty each of the sluices in turn can only proceed during the finer 
months, and will consequently extend over a_ considerable 
period, but the work completed last year included the thorough 
overhaul of a number of the sluices and the renewal of various 
deteriorated parts. Work of a similar nature has been carried 
out in connection with Randles Sluices, which also regulate the 
water level in the Canal. 

An interesting device is being fitted to one of the smaller 
coal hoists in the Partington Basin—an electrically driven plate 
conveyor, by means of which the loading height of the appliance 
will be considerably increased. Hitherto coal could only be 
discharged by this hoist by gravity. The conveyor will make 
it possible to load coal with the chute in the horizontal position 
and thus render the hoist suitable for dealing with larger 


vessels. 


To 








Suction Dredger wanted for Portuguese East Africa. 


His Majesty’s Consul-General at Lourenco Marques (Mr. J. 
Pyke) reports that the Maritime Department of tie Colony of 
Mozambique is calling for tenders, to be presented in Lourengo 
Marques by April 7th, 1930, for the supply of a self-propelled 
suction dredger equipped with two excavating grabs. 

Firms desirous of offering British-built dredgers can obtain 
further particulars of this call for tenders upon application to 


the Department of Overseas Trade, 35, Old Queen Street, 
London, S.W.1. Reference number A.X. 8944 should be 
quoted. 
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Port of New Orleans. 





New Application for Hero-Hackett Bridge over the Mississippi 
approved by Dock Board. 


N December 12th the Board of Commissioners of the 

Port of New Orleans approved a new application by 

Colonel Geo. A. Hero and Allen S. Hackett for con- 

struction of a bridge over the Mississippi River from 

the head of Race Street to Gretna on the west bank. This 

application, based on various structural changes, has been 

filed with the Secretary of War. The following changes are 
shown :— 

Vertical clearance in centre to be 170-ft. at high water, as 
compared with 160-ft. originally proposed; minimum clearance 
for centre width of 750-ft. to be 166-ft. instead of 152; 
minimum clearance for the 1,760-ft. between piers to be 149-ft. 
instead of 135; pier on the east bank to be within the wharf 
line. 

New Car Ferry Service from New Orleans to Havana Proposed. 

General manager C. W. Brosius has been authorised by 
the Board of Commissioners of the Port of New Orleans to 
investigate and report on the proposal of the Florida East 
Coast Car Ferry Company to establish a car ferry service 
between New Orleans and Havana. Request has been made 
for a location on the Inner Harbour Navigation Canal, and the 
company have indicated through their freight traffic manager 
(fF. W. Kirtland) that they are anxious to secure terminal 
facilities and inaugurate the service as soon as possible. It 
is anticipated that the required terminal will cost approximately 
$100,000. 

There is already in operation between New Orleans and 
Havana the car ferry service of the Overseas Railway, whose 
steam car ferry ‘‘ Seatrain ’’ carries weekly from. Belle Chasse 
landing a maximum of 95 loaded cars. This is in addition 
to several regular steamship lines which carry passengers and 
freight between New Orleans and Cuban ports. 


Dock Board reduces Handling Charges on Coke Shipments. 


The Board of Commissioners of the Port of New Orleans 
have ordered the handling rate on coke through the public coal 
and bulk commodity handling plant to be reduced to 35 cents the 
ton of 2,000 pounds. The former rate was 50 cents. A large 
movement of this commodity is anticipated. 


Public Cotton Warehouse designated for New York Contract 


Deliveries. 


General manager C. W. Brosius has reported to the Presi- 
dent and members of the Board of Commissioners of the Port 
of New Orleans that the New York Cotton Exchange has 
designated the New Orleans Public Cotton Warehouse as a 
storage terminal for the delivery of cotton on New York 
contracts. License as issued is subject to the regulation and 
requirements of the New Orleans Cotton Exchange. This 
warehouse is owned and operated by the Port Commission as 
an agency of the State of Louisiana. 


September Imports and Exports. 

Foreign trade through the Port of New Orleans in Sep- 
tember, 1929, reached a total of $39,964,383, of which 
$12,542,333 was imports and $27,422,050 exports. 

Operating Manager of the Dock Board. 

John McKay, former manager of the Standard Fruit and 
Steamship Company’s operations in Nicaragua, has been 
appointed operating manager of the Board of Commissioners 
of the Port of New Orleans. Under the supervision of the 
general manager, Mr. McKay will have direct charge of the 
physical operations of all facilities of the Board. 

Grain Shipments in November. 

November deliveries of the public grain elevators at New 
Orleans were 1,105,554 bushels, of which 1,073,170 were wheat. 
On hand in storage in the elevators at the close of business on 
November 80th were 4,102,399 bushels, including 18,077 of 
corn, 3,619,605 of wheat, 33,608 of oats, 425,271 of barley, 
and 5,838 of rye. 


Charges reduced at the Public Cotton Warehouse. 

A general reduction in charges at the New Orleans public 
cotton warehouse, effective January Ist, 1930, and designed to 
equalise cotton handling costs at New Orleans with those 
existing at competitive ports under prevailing rates, has been 
ordered by the Board of Commissioners of the Port of New 
Orleans, and a tariff covering the lower schedules has been 
prepared by the general manager for immediate publication. 

The principal receiving and storage charges have been 
grouped under a single charge of 25 cents per bale, including 
30 days’ free storage, whereas the previous charge was 50 
cents. This charge covers receiving, ranging, furnishing tags 
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and tagging, furnishing tag sheets showing country marks and 
tags, issuing warehouse receipts, including one set of samples 
from top and bottom, weighing, inspecting for condition, fur- 
nishing two copies of weight sheets, and entering and certify- 
ing to weights on receipts when required. The 80-day free 
storage applies on all cotton under this 25 cent charge, and 
the former charge of 35 cents, embracing 10-day storage, has 
been wholly eliminated. 

The charge for extra ties has been reduced from eight cents 
to five cents. The former charges of 20 cents and 30 cents 
for patches of three and four pounds, respectively, have been 
reduced to a single charge of six cents per pound for three 
or four-pound patches. The re-storing charge—cotton ordered 
out of storage and ordered re-stored—has been reduced from 
35 cents to 20 cents per bale. 


Increase in October Exports. 


Exports to foreign countries through the Port of New Orleans 
in October, 1929, amounted to $37,191,424, according to the 
United States Bureau of Foreign and Domestic Commerce, 
which is an increase of $5,877,081 as compared with the 
exports in the same month of 1928. These shipments con- 
sisted of 1,012 different kinds and classifications of mer- 
chandise, including such items as 6,283,666 pounds of pure lard, 
6,241,440 pounds of rice, 242,634 barrels of wheat flour, 
3,167,728 pounds of glucose, 7,273,708 pounds of Kentucky 
and Tennessee tobacco, 160,147 bales of cotton, large quan- 
tities of cotton cloths and piece goods, 1,102,113 pounds of 
jute bags, over 27,000,000-ft. of sawn lumber and boards, large 
quantities of wood manufactures, 4,455,364 square feet of wall 
board, 1,180,538 barrels of gasoline and naphtha, similar 
quantities of other oil products, 3,659,694 pounds of carbon 
black, and innumerable items of iron and steel manufactures, 
machinery and other products of the Mississippi Valley indus- 
trial and agricultural regions. 


Not a Case of Pilferage at the Port. 

During the entire fiscal year ended August 31st, 1929, not 
a case of pilferage or theft from the public wharves of New 
Orleans was reported, according to W. H. DeFrance, 
Superintendent of Docks, who states that this is the fourth 
year in succession that the New Orleans wharves have been 
entirely free from pilferage. Iron doors on the sheds, which 
are locked at night, and an efficient harbour patrol have 
completely eliminated the evil. Three times during the past 
year thefts were attempted and were thwarted by the harbour 
patrol. 


Thirty-third Annual Report of the Commissioners. 


‘* For the first time ‘in the history of the Port of New 
Orleans the gross tonnage of ocean vessels arriving in the port 
within a twelve-month period has exceeded 12,000,000 tons,’ 
states the 33rd Annual Report of the Board of Commissioners 
of the Port of New Orleans, published December 30th, and 
covering the fiscal year ended August 3lst, 1929. 74 per 
cent. of this total tonnage used the public wharves. 

There were handled over the shipside facilities of the Port 
Commission 5,280,008 tons of merchandise of all descriptions. 
Among the entries were 944 vessels with full cargoes, including 
214 of oils, 46 of sisal, 139 of green fruit, 183 of sugar, 80 
of molasses, 58 of coffee, 11 of logs, 23 of nitrate of soda, 
18 of phosphate, 124 of aluminium ore. Of the remaining 
entries, 820 brought general freight and 651 brought green 
fruit and other commodities. In the green fruit trade there 
were over two arrivals a day for the twelve-month average, 
and the Board’s conveyors handled 22,077,786 bunches of 
bananas and 50,206 of plantains from 790 vessels. , 

Departures included 141 vessels with fuil cargoes—69 of oil, 
16 of steel, 7 of cotton, 18 of grain, 9 of lumber. Of the 
remainder, 2,089 sailed with general cargo. The average stay 
in port for all classes of deep-sea vessels was 5.41 days. 

The physical plant of the Board was materially increased 
during the year. Proejcts completed reached a total cost of 
$3,445,892.52, including the second section of the Poland 
Street wharf and bridge connections with the army base ware- 
house, concrete-decked wharf and beautification at the foot of 
Canal Street, construction of the Hinds Lane Wharf, recon- 
struction of the St. Andrews Street wharf, and the rebuilding 
of the Poydras Street wharf, which now is a two-storey con- 
crete shed devoted especially to the handling of green coffee. 

The wharves of the Board now have a frontage of 7.51 miles, 
and on them are 5.73 miles of transit sheds. Total wharf area 


amounts to 7,220,685 square feet, of which 5,168,210 repre- 
sents transit storage space covered by modern steel sheds. 

Revenues of the Board for the fiscal year were $4,964,326.78, 
expenses $4,696,943.11, leaving a net gain of $267 ,383.67. 
The fire insurance fund now amounts to $1,274,916.21, and the 
workmen’s compensation fund to $988,020.96. 
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Notes on Welded Construction. 


During the past two years several articles have appeared in 
these columns dealing with welded construction in modern 
engineering, and we have always managed to keep our readers 
up to date in the progress made in welding structural iron 
and steel as far as it is likely to affect their every-day work. 
During 1929 much progress was made in welding, and it is 
of interest to note that the leading manufacturers of electrical 
generation and distribution plant in this country have now taken 
up welding for the construction of much of their heavy 
machinery. 

It is accordingly of interest to note that one of the most 
outstanding developments which are taking place at the present 
time in the design and manufacture of electrical equipment is 
the increasing use of welded structures in work for which iron 
or steel castings were previously exclusively used. 





The Upper Bearing Bracket of a Vertical Water-wheel Type 
Alternator, constructed with steel plates and I beams. 


For many purposes and in many circumstances the use of 
welded structures has marked advantages over casting. In the 
first place it eliminates the expense of castings and it saves in 
material because less is used and less is wasted. The structures 
can be given adequate strength and rigidity with considerably 
less weight. They are free from many defects to which castings 


are liable, such as  blowholes, segregations, and_ shrinkage 


strains, and they are less liable to accidental damage. They 
also save considerably in machining operations. With regard 
to design, modifications, and developments, the welding 


methods give increased scope by the greater facility they afford 
of dealing with new and special forms. 

In this development the Metropolitan-Vickers Electrical Com- 
pany has taken a leading part, having developed welding con- 
struction for many important applications, including the frames 
of turbo-alternators and other large machines, the shells of 
steam condensers and evaporators, bedplates, soleplates and 
pedestals, and the frames and casings of a great variety of other 
equipment. 

A large number of heavy machines with welded stators have 
been completed during 1929, including a turbo-alternator of 
62,500 k.v.a. capacity, and the Company has under construction 
or on order about twenty machines of over 25,000 k.v.a. 
capacity, with welded stators, the largest being of 80,000 k.v.a. 
capacity. 

The British Thomson-Houston Company is also taking a 
prominent part in the substitution of welded structures for 
castings, and it is of interest to note that during the past three 
years castings for large a.c. machines have been almost entirely 
superseded by fabricated steel plate. The photograph, for 
instance, shows the upper bearing bracket of a vertical water- 
wheel type alternator, constructed with steel plates and I beams. 
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Small Motor Starters of High Efficiency. 


The influence of the grid on the electrical industry is so 
powerful these days that the common tendency is to judge elec- 
trical plant more by its size than by anything else, with the 
result that the smaller, but no less efficient, plant is overlooked, 
From the point of view of the docks engineer, however, the 
smaller capacity electrical plant is of first-class importance, in 
view of the fact that there is a very much larger sphere of 
application for plant of this class than for equipment which is 
of primary interest to the central station engineer. 

Considerable progress has been made in automatic motor 
starters for small motors, one of these being the type ‘‘AAA”’ 
starter which has recently been placed on the market by the 
Igranic Electric Company. This is a push-button automatic 
starter for small two or three phase squirrel-cage inductance 
motors up to 5-h.p. It is a complete starting unit in itself, 
as the start and stop buttons are mounted in the front cover 
of the case, and its small size permits mounting the starter 
itself at the operators position just as the push buttons are 
usually mounted. 
the time and labour of the additional wiring are saved. If 
desired, one or more remote-control buttons can be used. 

The starter gives across-the-line starting by pressing the 
button and provides inverse time-limit overload protection on 
either two or three phases. Thermal overload protection ‘s 
also provided, and the overload relays are manually reset from 
the outside of the case. The usual butt type fingers are replaced 
by single rollers, which close the circuit by connecting two 
stationary fingers, so that when the rollers are withdrawn the 
circuit is opened in two places. As each operation of the con- 
tactor turns the rollers slightly a new surface is presented for 
the next opening or closing. 

This starter is typical of the highly efficient stage to which 
much of the smaller electrical equipment has attained, and it 
would indeed be exceedingly difficult for the docks engineer not 
to be able to obtain in these days some form of electrical 
control, automatic or otherwise, for any purpose he has in view. 


Thus the cost of the push button box and 


1929 Developments in Marine Electricity. 


The past year has witnessed the introduction of the turbo- 
electric drive as an auxiliary to steam recipricating propelling 
engines. The energy in the exhaust utilised in an 
exhaust turbine to drive a generator, which in turn supplies 
electrical energy to a motor on the propeller shaft. In an 
existing vessel the additional energy so produced may be 
utilised either to give increased speed or to maintain the vessel’s 
original speed with diminished fuel consumption. In a new 
vessel the desired speed may be obtained with a smaller engine 
and at less fuel consumption than with a reciprocating engine 
alone. 

An interesting installation of this kind was carried out by 
Metropolitan;Vickers for the Ellerman liner ‘* City of 
Hongkong,”’ a vessel of 18,480 tons, built in 1924 by Earle’s 
Shipbuilding Co., Ltd. The work of conversion was carried out 
at the Belfast yard of Messrs. Workman Clark (1928), Ltd. 
Highly satisfactory results were obtained on trial, a saving of 
28 per cent. in steam consumption being measured with the 
turbo electric equipment in operation. In regular service the 
equipment is employed to give increased speed with reduced 
fuel consumption, and the excellent promise of the trials has 
been fully maintained. 

Several other equipments of the same type are in course of 
construction, also for the Ellerman Lines; and Metropolitan- 
Vickers inform the writer that they have 
number of inquiries for this equipment. 

Since being put into commission the P. & O. turbo-electric 
liner ‘‘ Viceroy of India ’’ has completed two round trips to 
Bombay and five cruises during the summer. Maintenance 
costs have been negligible, and in this, as well as in fuel con- 
sumption and operation, the ship has given every satisfaction 
to her owners. Interesting new orders received during the past 
year by the British Thomson-Houston Company, who equipped 
the vessel referred to, include those covering the supply of 
electric propulsion equipment for two new oil tankers for the 
Atlantic Refining Company, these propulsion equipments being 
exact repeats of that fitted to the ‘‘ Brunswick.’’ This vessel 
has now been in commission for some sixteen months, and 
the repeat orders indicate the satisfactory results obtained. 

The United Fruit Company has placed an order with Messrs. 
Workman Clark & Co. for the reconditioning of the ‘‘ La 
Marla.’’ This vessel will be lengthened and B.T.H. turbo- 
electric propulsion equipment of 3,300-s.h.p. is to be installed. 
In addition, Workman Clark and Cammell Laird have each 
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vessel of 7,000-s.h.p., B.T.H. turbo-electric equipment to he 
used in each case. 

Interesting developments have taken place in other branches 
of electrical equipment for ships and docks. The Metro-Vick 
self-contanied turbo-generator sets, which were first built during 
1929, have found extensive application for auxiliary power on 
board ship for which their compactness, simplicity, and 
efficiency are important considerations. Among the large 
number of installations carried out are a considerable number 
for the British Navy and for the Navies of Japan and Chile. 

The volume of auxiliary motor business is increasing, and 
in this connection an interesting example is an installation of 
16 motors for pump drives on the notable Japanese motor-ship 
‘* Asama Maru.’’ Main and auxiliary switchboards, together 
with the complete lighting installation have been supplied hy 
Metropolitan-Vickers for the Orient liner ‘‘ Orontes,’’ these 
installations being similar to those supplied for the three pre- 
vious vessels of this line, the ‘‘ Orford,’’ ‘‘ Orama,’’ and 
‘* Otranto.”’ 

A review of the marine electrical work of the year would 
not be complete without a reference to the 15,000-ton floating 
dock which is now being completed at Walsh Island for service 
at Newcastle, N.S.W., and for which the whole of the electrical 


equipment has been supplied by the Metropolitan-Vickers Com- 
pany. The dock is of the sectional type to enable subdivision 
into three units for separate use when required, the three 
sections together forming a dock 630-ft. long, 113-ft. wide, and 
50-ft. deep. 

In this interestig dock provision is made for a fourth section 
to be added later, giving a total length of 710-ft. and a lifting 
capacity of 18,000 tons. The three principal items of the elec- 
trical equipment are three 230-kw. engine-driven generators, 
six 119-h.p. motors for driving the main pumps, smaller motors 
for driving auxiliary pumps and air exhausters, together with 
main and subsidiary switchboards and control gear for the 
motors. As at present equipped the dock will raise a ship cf 
its full capacity -in 34 hours, during which time the pumps 
discharge about 28,000 tons of water. The pumps are con- 
trolled by automatic starters situated adjacent to each motor, 
and operated by push button either at the controller or alter- 
natively from a central master control desk. 

While the above give a brief outline of the principal develop- 
ments in electrical equipment of interest to marine engineers, 
considerable improvements have, of course, been effected in 
marine electrical equipment in general, particularly in motors 
and control gear of all types. 


Trish Harbour Matters. 


Sligo Deep Water Jetty. 


LIGO Harbour Board, of which Mr. Campbell Perry has 
been re-elected chairman, has decided to extend its 
new ferro-concrete deep water jetty so that, when com- 
plete, it will measure 247-ft. in length instead of two old 

wooden jetties which had a total length of 155-ft., with a 
vacant space of 44-ft. between them. When first planned the 
new jetty was 223-ft. long, but in view of the tendency of 
ships to become larger it was decided to increase the length 
by 24-ft. more. This should accommodate any vessel likely to 
visit this North-Western port. 

The year’s returns to the 30th November, 1929, were: 

Total revenue from shipping: £10,958; increase, £602. Har- 
bour dues: £3,324; increase £138. Impoit dues: £4,656; 
increase £276. Export dues: £706; increase £74. 

During the year a sum of £1,000 has been expended on 
dredging. The work of extending the jetty will cost £900, 
and will not begin until next spring. 


New Wharf for Waterford. 


As a tribute to the memory of the late Sir Henry Forde, 
who served on the Board for 35 years and was chairman from 
1919 until his death last August, President Cosgrave named 
and opened the Sir Henry Forde Wharf at Waterford on the 
16th December. He also declared open the new 20-ton electric 
crane, and hoped that the new wharf would be the means of 
increasing the prosperity and trade of the port and City of 
Waterford. 

The wharf is situated on the south bank of the River Suir, 
with its upstream end about 160-ft. from the Redmond Bridge, 
and has a frontage of 300-ft. by 80-ft. in depth. It is calcu- 
lated to carry a live load of 5-cwt. per square foot, the deck 
being supported by 145 reinforced concrete square piles, the 
average length of which is 57-ft., and they have been driven 
into the river bed about 30-ft. The stone used was local. 

The wharf will be lighted by five 500-watt lamps. The con- 
tract price was £26,371, and the contractors for the work were 
the Tilbury Contracting and Dredging Co., Ltd., Westminster, 
London, 


Dublin Port Board Members Re-elected. 


There being no opposition, the retiring members of the 
Dublin Port and Docks Board have been automatically 
re-elected. They are as follows :— ‘ 
Traders’ members: Messrs. Wm. Field, F. H. Hall, Patrick 
Leonard, T.D., and T. R. McCullagh. 
Shipping members: Messrs. A. F. 
Captain A. Gordon, and J. M. Irwin. 





Nicholl, J. O’Dowd, 


Salving a Coaster. 

Messrs. Palmer Bros., of Ringaskiddy, Cork, have now 
succeeded in floating the Newcastle-on-Tyne coaster ‘‘Albion’’ 
on to an adjacent mudbank, where she can be patched and 
pumped out to allow of her removal for docking purposes. The 
‘*Albion’’ was sunk fourteen months ago at the entrance to 
Haulbowline dockyard, when in collision with an outgoing 
collier, ‘‘ The Zillah,’’ of Liverpool, 


Divers were engaged 


for some weeks in passing lifting hawsers under the vessel's 
head, and three of Messrs. Palmers’ steamers were necessary 
to pull her clear of the dockyard entrance to her present 
position. 


The Port of Cork: Its Trade and Shipping. 
Dealing with the ‘‘ Port of Cork: Its Trade and Shipping,”’ 
lecture before the two Chambers of Com- 


in the course of a 
merce in Cork and the Cork Industrial Development Asso- 
ciation, Mr. C. P. McCarthy said that the most marked 


feature of the post-war period was the extraordinary increase 
in the liner tonnage using the port. General tonnage had 
shown a decided decrease in the post-war period, and it had 
been marked with wide fluctuations. The following table, he 
said, showed the position since 1922, as regards liner and 
general tonnage :— 


1922 1,167,484 803,300 
1923 1,486,984 813,126 
1924 1,404,960 652,333 
1925 2,174,977 784,729 
1926 2,137,544 872,595 
1927 2,268,412 716,519 
1928 2,393,362 728,105 
1929 2,439,720 774,395 


The general classification covers all tonnage other than 
liner, but excluding wreck and leak vessels landing’ sick, 
Admiralty and fishing boats. 

In the matter of tonnage entering and leaving Free State 
ports, he said, Cork dominates the position. In 1929 out of 
a total of 19,484,776 net shipping tons arriving at or depart- 
ing from our ports, Cork accounted for no less than 9,275,105 
tons, or approximately half the amount. The Cork figure is, 
of course, heavily weighted by the liner tonnage, and cannot 
be used comparatively except with caution. Dublin was the 
second largest with a total of 4,539,855 tons. 

In view of the recent proposals for the development of 
Galway, it may be noted that in 1927 the net shipping ton- 
nage of that port was 101,774 tons, and, in 1928, 210,369 tons. 
The liners contribute in anchorage dues approximately six per 
cent. of the whole income of the Cork Harbour Commissioners. 

As regards tonnage, he said that the post-war period shows 
a steady growth and marks a substantial increase as compared 
with pre-war times. In 1927 this tonnage amounted to 302,962 
tons, which was 76 per cent. higher than the highest recorded 
pre-war figure. The lowest pre-war year was 1906, when only 
122,023 tons entered the port. The year 1910 was the highest. 
The effect of the unrestricted submarine campaign on_ the 
tonnage was very marked. 

The Port of Cork has not in the period since 1919 reached 
ite pre-war volume of cross-Channel tonnage. The average 
cross-Channel tonnage of the last three pre-war years was 
396,741 tons. 

The average of the three years 1926 to 1928 was only 
290,081 tons, and for the current year it amounted to 317,022 
tons. The highest pre-war tonnage was in 1913, with a total 
of 424,594 tons. The highest post-war figure was that of 


1925, when it totalled 320,275 tons, 
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Trish Harbour Matters—continued. 


The collier tonnage was subject to considerable fluctuations, 
in the post-war period particularly, The 1930 figure of 186,087 
tons was in excess of any year since 1900, excepting 1910, 
with its total of 187,134 tons. 

From 1900 to 1916 the coaster trade remained fairly steady. 
In the last three pre-war years it averaged 45,445 tons. After 
1916 it began to shrink extraordinarily. 

The most important export of the Port of Cork was live 
stock. Mr. McCarthy said he had been informed that the 
facilities available were wholly incapable of dealing with ship- 
ments of cattle in the flush periods, and in consequence sub- 
stantial losses arise for shippers whose beasts are held over 
for days, leading to loss and deterioration. The Harbour 
Board may not be above reproach in the matter of storage 
accommodation. 

In the whole matter there seems to be cause for inquiry. 
We have recently had proposals for establishing a free port 
in the mid-harbour. On the foregoing facts it would appear 
to be much more urgent to achieve real freedom in the upper 
harbour. 


Progress at the Port of Cork. 


Reviewing the developments which have taken place in the 
Port of Cork during 1929, Mr. Richard Wallace, chairman of 
the Cork Harbour Board, stated on New Year’s Day that they 
now had 18,000-ft. of deep water wharfage, and before the 
end of the present year they hoped to have much more. During 
1929 the Fishguard wharf had been constructed at a cost of 
£4,688 to the Board, the shed on the wharf had been erected 
by the City of Cork Steampacket Co. at a cost of £8,386, 
and had proved a very necessary work in connection with 
cross-Channel traffic at the port. 

The Victoria wharf construction up to the 30th November 
last had cost £14,195, and two-thirds of the work would be 
completed in March next. The balance of 400-ft. would, with 


the Board’s sanction, be taken in hand by the engineer before 
the scheduled time, and it was to be completed within the 
coming year. 

The Tivoli reclamation scheme up to the end of November 
had cost approximately £20,261. Electrical transporters had 
been installed at a cost of £4,916, and had proved a great 
advantage in the handling of goods. 

They intended getting a large electric crane of 25 tons for 
the handling of heavy goods at the port. During the year 
845 liners had called at the port, and from west-bound liners 
23,548 passengers had beet: landed; from Continental liners 
861 passengers had been landed; while homeward-bound ships 
landed 12,159 passengers. 

It was proposed to spend £3,000 on the Ballast quay at 
Queenstown, the engineer having arranged to get the work 
in hand next summer. 

Mr. Wallace then referred to the reduction in the liner 
pilotage charges of £5 per call and the reduction by 75 per 
cent. in the pilotage charges on freighters in order to 
encourage overseas shipping. The latter charges are now 
below pre-war rates. 


Cork Land Reclamation. 

A sub-committee of the Cork Harbour Commissioners has 
recommended the acceptance of the Great Southern Railway 
Co.’s estimate for the provision of railway facilities on the 
reclaimed land at Tivoli. On this site, reclaimed from the 
River Lee, there will be 150 acres of ground available for 
factories and workshops. A second channel providing accom- 
modation for vessels drawing up to 27-ft. of water is being 
dredged to this spot from Blackrock, and in conjunction with 
the necessary wharves and berths it will’ be essential that 
adequate railhead accommodation should be established with 
the Great Southern Railway system. Nearly thirty acres have 
been reclaimed, and five are ready for the commencement of 
building operations. 





Recent Legal Decisions. 





S the point may be of practical interest in connection 

with warehousing questions at docks, we note briefly 

the case of Meyer, Ltd., v. Kivisto (1929) 46 T.L.R. 

60, recently decided by Mr. Justice Roche, whose 
judgment has just been affirmed by the House of Lords. 

There were two points in dispute: (1) whether a stipulation 
ot the contract was a condition or a warranty; and (2) whether 
the sellers could validly found on a clause which provided that 
the buyers could not reject the goods. 

Whether a provision in a contract is to be treated as a 
condition or a warranty depends on the intention of the parties 
as this can be ascertained from construction of the contract 
and consideration of the circumstances. The question is always 
difficult of solution, and the case referred to is an instance of 
how narrow a case may be on this point. 

It arose out of a sale by defendant, a merchant of Helsing- 
fors, to the plaintiffs, who were buyers in London of a quantity 
of timber under a contract which provided that the goods were 
to be properly seasoned for shipment and that, in the event 
of a dispute, it should be referred to arbitration and the buyers 
should not be entitled to reject the goods, but should accept 
or pay for them in terms of contract against shipping docu- 
ments. When the timber arrived the buyers found that a large 
part of it was discoloured and not properly seasoned for the 
English market. They complained, and the dispute was 
referred to arbitration. The umpire in the arbitration held 
(subject to the opinion of the Court on a special case) that 
the buyers were not entitled to reject and repudiate the con- 
tract, but were only entitled to damages by way of an allow- 
ance off the price. 

On a case being stated and coming before the Court, the 
buyers contended that the goods tendered by the sellers must 
be the goods specified in the contract, and that was, properly 
seasoned goods. The contract did not say that the sellers 
could deliver goods which they had done their best to season; 
the obligation to deliver properly seasoned goods was absolute 
and therefore a condition. On the other hand, the sellers 
pointed out that even if the words as to seasoning constituted 
a condition, the parties had expressly provided that the buyers 
were not to reject the goods, and this provision they main- 
tained was not contrary to public policy. Besides, the goods 
supplied were commercially within the contract specification, 
though they were defective goods of that specification. It was 
not as if, in the words of an old authority, brandy was supplied 
under a contract to sell rum. 

In giving judgment, Justice Roche stated the question as 
one whether, on finding that part of the goods was of bad 
quality, the buyers had a right to reject, or whether they 
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could only claim an allowance off the price. On the facts 
found by the arbitrator the sellers did their best to season the - 
goods properly, but owing to the bad weather they did not 
succeed. The buyers contended that the provision that the 
goods should be properly seasoned for shipment was a con- 
dition of the contract, while the sellers contended that the only 
conditions of the contract were certain provisions relating to 
size and such matters in the specification. 

On the whole, though not without hesitation, he came to the 
conclusion that the argument for the sellers was right. The 
provision regarding seasoning was, in his opinion, only a 
warranty, not a condition, and he upheld the arbitrator’s award. 
We would have liked had his lordship given fuller reasons for 
his decision, for judgment to the opposite effect would appear 
to be equally well founded. What appears to have turned 
the scale in favour of the sellers was the clause in the contract 
stipulating that the buyers were not to reject, and though such 
a clause seems to us tantamount to a refusal of remedy to 
the buyers, yet it appears to have received, indirectly at least, 
judicial approval, if only to the effect of lending weight to 
the argument against the buyers. 





Marconi Wireless Direction Finder on R 100. 

Wireless direction finding as an assistance to the navigation 
of aircraft again proved its value during the third test flight 
of the R100 on January 16th. 

The airship left the hangar at 10 o’clock in the morning 
and did not return until about twelve hours later. Explaining 
the prolongation of the flight in a Press interview, Sir 
Dennistoun Burney said that the airship ran into a thick fog 
an hour after leaving Cardington and did not get out of it 
until 8.30 at night. Those on board could only obtain occasional 
brief glimpses of the ground, and were unable to determine 
their whereabouts until they established communication with 
Croydon and Pulham by wireless, enabling bearings to be taken 
on the Marconi direction finders at these stations. 

These direction finders were supplied to the Air Ministry by 
the Marconi Company, and are known as Type R.g.14, specially 
designed for use in aerodrome stations. The receiver is used 
with two triangular loop aerials and a single wire open aerial. 
Three types of reception are provided for, the “* circle ”’ 
diagram, the ‘‘ figure of eight ’’ diagram, and the ‘“ heart- 
shaped ’’ diagram. The radiogoniometer is mounted as a 


separate unit and is normally arranged for single channel work- 
ing, but if required a double directional radiogoniometer can be 
provided so that more than one receiver can be operated from 
a common aerial system. 
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Hull Dock Extension 


ULL Shipping and Commercial interests have been 
greatly encouraged by the assurance given on 
behalf of the London and North Eastern Railway 
Company to the Parliamentary Committee of the 

Hull Chamber of Commerce and Shipping that the directors 
have under consideration the completion of the King George 
Dock by the construction of the south-west ‘‘ arm ,’’ and that 
the preparation of plans and estimates is well in hand. The 
King George Dock was opened by Their Majesties the King 
and Queen in July, 1914. The water area of the Dock is 
53 acres but provision was made in the original plans for an 
additional ‘‘ arm’”’ to bring the total area up to 85 acres. 
It is this extension which is now in contemplation in response 
to the urgent demands of the grain trade for further accom- 
modation for the larger vessels visiting the port. It has also 
been favoured by the Port Facilities Committee of the Chamber 
of Shipping, whose representatives recently inspected the Hull 
Docks. 

For the King George Dock it is claimed to be the largest 
and possibly the best equipped dock on the north-east coast. 
The lay-out consists of a main basin 1,050-ft. by 1,000-ft., 
affording a wide space for the largest vessels to move about, 
with north-west and north-east ‘‘ arms.’’ The entrance lock 
is 750-ft. long and 85-ft. wide, divided into two pens by three 
pairs of gates, the inner pen being 250-ft. and the outer pen 
500-ft. in length. At the eastern end of the north-east ‘‘arm”’ 
there are two graving docks 550-ft. by 72-ft. and 450-ft. by 
66-ft. respectively, the minimum depth of water on the sill 
being 22-ft. In addition to extensive sheds to hold 73,000 
tons of general goods, the dock has a grain silo with a capacity 
ot 40,000 tons and is equipped to discharge three grain ships 
simultaneously. The Dock is worked throughout by electricity 
and has two electric belt conveyors each capable of loading 
coal at the rate of 800 tons per hour, and hydraulic coal hoists 
each with a shipping capacity of 500 tons per hour. There is 
also specially constructed storage for 200,000 bales of sheeps’ 
wool. 

Indignation is felt at the exaggerated and misleading state- 
ments appearing in a portion of the London daily newspaper 
press with reference to dry-dock charges at Hull. The chairman 
of the Port Development Committee (Mr. Fred Till, J.P.) com- 
mented that the figures were ‘‘ hopelessly exaggerated,’’ and 
said that he was having them investigated with a view to an 
authoritative statement being issued. Mr. E. V. Taylor, Dis 
trict Goods Manager of the L. and N.E.R., said that it was 
impossible to make a definite statement or compare the dry-dock 
charges at Hull with those on the Tyne, at Liverpool or any- 
where else without most careful consideration of the varying 
conditions. The dry docks at Hull were used for examination 
and repair of vessels using the port and there might be difficulty 
in allowing them to be occupied by vessels requiring extensive 
repair to the exclusion of regular customers. The L. and 
N.E.R. Company had not been approached by the ship re- 
pairers for two or three years. When last approached a 
reduction was made which meant a considerable loss on the 
dry docks earnings and so far as the Company had been able 
to trace, the suggestion of the repairers that the reduction 
would bring considerably increased business had not been 
borne out by results. Mr. Alfred Whitehead, Secretary of 
the Hull Chamber of Commerce, stated that recently urgent 
representations had been made by the Chamber inviting the 
Company to look into the question of dry dock charges with 
a view to revision and reduction. Apart from dry dock charges, 
Hull, he added, was the cheapest port in the Kingdom so far 
as ordinary dock charges were concerned. 

Not the least gratifying feature of the year 1929 has been 
the steady expansion of the trade of the port. The net 
registered tonnage of vessels entering the Hull Docks during 
the twelve months’ period was 6,992,299 tons, compared with 
6,508,281 tons in 1928—an increase of 484,018 tons, equal to 
7.4 per cent. In 1913, the pre-war boom year, the total was 
6,691,818 tons, a figure which had not been exceeded until 
now. The increase over 1913 is thus 300,481 tons, equal to 
4.4 per cent. In that year, however, the new King George 
Dock had not been opened for traffic, and as this added 53 
acres to the water area of the Hull Docks, and an up-to-date 
grain silo, electric coal conveyors and other modern equip- 
ment, it will be readily seen that the port is able to do still 
more trade than it did last year. The division of the tonnage 
was as follows: To the docks of the old North Eastern Rail- 
way Company 2,376,731 tons—an increase of 26,624 tons; 
to the Alexandra Dock 1,831,182 tons—an increase of 186,743 
tons; and to the King George Dock and Saltend oil jetties 
2,784,386 tons—an increase of 270,651 tons on 1928. 

Not only has the shipping entering the docks expanded in 
volume, but there have been increases in the imports of the 
principal goods. The quantity of wheat and kindred cereals 
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handled was 1,190,100 tons, or 16,595 tons more than in 1928. 
Oil seeds, nuts and kernels for the use of the seed crushing 
and vegetable oil industry totalled 728,600 tons—an increase 
of 25,700 tons, while the imports of timber exceeded 1,060,000 
tons. At the Saltend oil jetty the largest quantity of petroleum 
ever received at the port in one year was handled and landed 
by means of pipe lines to the installations on shore, viz., 1213 
million gallons, or nine million gallons in excess of the previous 
record in 1927. ‘This feature of the port’s activities has more 
than trebled in eight years, and further increase is confidently 
expected. To accommodate the extra volume of trade a second 
pier or jetty and pipe line running from the shore to the 
navigable channel was only a little while ago brought into use 
by the London and North Eastern Railway Company. 

On the export side the outstanding feature has been the 
marked growth of the export of coal, the total shipped to places 
abroad during the year being 2,207,514 tons, as against 
1,260,957 tons in 1928—an increase of only 40,000 tons short 
of a million tons. In 1913, however, the foreign export was 
over 44 million tons. The total of coal received by rail and 
river at Hull from the collieries last year was 4,659,452 tons, 
the balance after the foreign exports have been deducted 
being either shipped as bunkers or coastwise, or used for 
local industrial and household purposes. 

Factors contributing in varying degree towards the improve- 
ment in the foreign trade include the continuance of the 
payment of a subsidy on export coal under the Yorkshire and 
Midland marketing scheme and the benefit derived from De- 
rating relief. But probably, says the annual trade report of 
the Hull Chamber of Commerce and Shipping, more marked 
still in direct effect upon trading circumstances at the Humber 
ports and other British coal exporting centres has been the 
greater all-round demand caused by the abnormal weather 
conditions which gripped the whole of Europe in the early 
months of the year. The coal exported from all the Humber 
ports—Hull, Grimsby, Immingham and Goole—in 1929 
amounted to 6,633,426 tons as compared with 3,785,697 tons 
in 1928 and 2,363,350 tons in 1927. 





Belfast’s Good Year. 





There was a distinct tone of optimism at the meeting of the 
Belfast Harbour Board on the 7th January, and it was fully 
justified by the gratifying details given of the work of the 
past year. 

The Harbour Master’s report showed that 334 
arrived at the port during the period from the 15th to the 
3lst December, as follows: Coastwise and cross-channel 298, 
foreign 22, non-trading 14. 

The total tonnage of vessels which arrived from Ist January 
to the 3lst December was :— 

Coastwise and cross-channel, 2,542,330, an increase of 
251,213 over the previous year ; 

Foreign 636,805, a decrease of 23,217; 

Non-trading, 98,592, an increase of 26,486. 

Total 3,277,727, an increase of 254,482. 

The general manager (Mr. Watkins) said in addition to 
the vessels which arrived at the port during the year the total 
clearances from the harbour in the same period amounted to 
8,384,484 tons, an increase over 1928 of 313,498 tons. It 
showed an increase in each of three classifications as follows: 
Cross-channel and coastwise 286,067 tons; foreign 5,759 tons; 
non-trading 21,672 tons. With the exception of 1914 these 
tonnages were the largest cleared from the port in any year. 
They were only 20,912 below the total tonnage of 1914, which 
was the record year of tonnage in the history of the port. 

The following details of foreign steamers using the port 
during the year will be also interesting :—British 319, Dutch 
50, American 41, German 25, Norwegian 13, Greek 11, Danish 
9, Swedish 6, Italian 2, French 1, Japanese 1, Lithuanian 1; 
total 479. 

Cargoes: General 366, maize, wheat, etc., 47, timber 25, 
cement 12, phosphate 7, ore 6, pyrites 5, machinery 3, slates, 
ore, etc., 4, wood pulp 1, dried fruit 1, oilcake 1, tea 1; total 
479. 

The latest enterprise of the Harbour Board was the purchase 
of a hammer-head crane of 150 tons capacity and electrically 
driven. It will be erected on the west side of the Thompson 
Wharf for use in connection with the fitting out of new 
vessels and the repair of others. The new crane, in conjunction 
with the erecting of a 120-tons electric crane at the Alexandra 
Wharf, will place the port in a foremost position as a ship- 
building centre and should be the means of enabling the local 
shipbuilding firms to compete successfully for additional orders 


for Belfast: 


vessels 
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The Great Western Railway Company’s South Wales Ports. 


Early History. 
HERE was a time when 
have been described as 


the Bristol Channel might 
the seaway which led to 
the ancient city after which it is named. Modern 
developments, however, have resulted in the title 
being somewhat of a misnomer, inasmuch as the Channel is 
in these later times a water highway to other ports than Bristol. 
[his is not to be wondered at, for nature has dealt very kindly 
with its northern shores, and provided tltem with estuarial 
openings which suggest themselves as avenues possessed of 
great potentialities as sheltered harbours for shipping. 
Adjacent to that littoral is one of the richest of the world’s 
carboniferous deposits, and when the coal age arrived—the 
period when coal became the basis of necessity for British 
manufacturing industry and later when the steam-driven vessel 
superseded the sailing craft—it became imperative to provide 
ictual harbour accommodation for the shipping which — the 
exploitation of the South Wales coalfield attracted. 
fo a certain extent the recent industrial and harbour 
levelopments in South Wales are somewhat in the nature of 
a revival, because if history speaks true, then even in the 
ar-off Roman times the mineral wealth of South Wales had 
already attracted attention, and its iron deposits are said to 
ave been extensively exploited by those pioneers of civilisation. 
\s to how they worked it and how they conveyed the raw 
material of the finished product to the coast, History does 
not inform us, but it is an interesting suggestion, although not 
supported by hard fact, that venturesome Roman galleys navi- 
gated streams which flowed into the Bristol Channel for the 
purpose of securing the metalliferous material, which would 
serve their object better than bronze, in the manufacture of 
which they were such adepts. History also informs us, but 
vaguely, that the Romans were not the first who recognized 
the mineral treasures of South Wales for no doubt it is equally 
authentic with the Romans’ story that the intrepid merchant 
venturers of Tyre and Sidon and Greek ports knew their way 
to South Wales and its riches. 
the long centuries which followed, this part of Great Britain 


seems indeed to have been regarded as a veritable Gwylt 
Gwalia, isolated from the rest of the country by the Severn 


and dominated by an independent people who lived in a more 
or less savage condition, during what time the eastern and 
southern portions of England were making a slow but sure 
progress along the path of industry and civilisation generally. 
Then, when the eighteenth century was half gone, we find that 
the material wealth in the vicinity of Merthyr was recognised, 
for it is an indubitable fact that the mineral rights of 30 square 
miles of territory were acquired for the sum of £200. The 
negotiators in this bargain could have had but little idea of 
the enormous wealth with which they were dealing. 
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No. 20 Hoist at Newport Docks, which is capable of dealing 
with 20-ton Waggons, showing the waggons awaiting shipment. 


Amalgamation of South Wales Dock. 

The Railways Act of 1921 involved far-reaching changes in 
the working and administration of the railways and docks, 
and probably no other district has been so widely affected as 
South Wales. It is common knowledge that before the 


Unfortunately, however, during 


Grouping of the railways, the docks and railways of South 
Wales were in numerous and different hands. Each important 
dock (except Swansea) belonged to a separate Company with 
short railways leading to the Coalfields. Swansea Docks be- 
longed to a Harbour Trust. 




















1 and B Sheds, King’s Dock, 


Swansea, 


New 3-ton Electric Cranes at 


The Great Western held. the 
dominant railway interest in South Wales, and since the .amal- 


under- 
Before 


Railway for many years pre- 
gamation, ten or twelve important dock and railway 
takings now form part of the Great Western system. 
the passing of the Railways Act, the dock and railway interests 
were in fierce competition of a local character for the coal, 
pitwood, iron and steel arising in or destined for the South 
Wales district. 

The Company's docks in South Wales are 
In addition, they are well-known as dis- 


world-famed for 


the export of coal. 
tributing centres for all classes of general tratlic, their excellent 


position, facilities and potentialities as economic distributing 


points being recognised by merchants and manufacturers in 


all parts of the world. 


Geographically, no port in the British Isles can offer any 
advantage over the South Wales ports, and a study of the 
map of England and Wales will demonstrate their close 


proximity to’the industrial area of the Midlands, whilst plainly 
revealing the fact that they are the nearest ports to overseas. 
The advantage in sailing distance in many cases amounts to 
300 to 400 miles, and this fact, coupled with the excellent rail- 
way connections between all the South Wales ports and the 
Midlands, is in itself sufficient to attract 
tion of the country’s general cargo trade. 
from Cardiff or Newport to Birmingham 
100 miles, and the unity of 
ensures the maximum rapidity of despatch. 

It will not be out of place to mention one or two of the 
many other advantages which are derived by the importation 
South Wales Docks. 
two-thirds of the 
150 miles. 


a considerable propor- 
The actual distance 

is approximatels 
the 


control throughout journey 


through =the 
fact that 
within a 


and exportation of  trathi 
Foremost these is the 


population of Great Britain are 


amongst 
radius of 


The moderate Dock Charges are also an attraction and 
compare very favourably with ports in other parts of the 
country. On vessels entering or leaving with part cargoes 
where the cargo is less than the N.R.T., the dues are based 
on the traffic instead of on the net revistet tonnaye of the 
ship, thus bringing the charges into direct relation to the 


business done. In addition to this the Dock Charges generally 
at the ports have been decreased steadily since the war, and 
at the present time they are only 6O per cent. above the rates 
in operation in 1913. 

Since the Great Western Railway have assumed control of 
the South Wales Docks, neither expense nor effort has been 
the efficienc of the Docks, and in 


increasing 
policy of bringing the docks up-to-date a 


pursuance of their te 
considerable sum of money has been expended in the provision 
of. additional equipment including electric and hvdraulic cranes, 
hvdraulic coal hoists and coal conveyors, suction grain dis- 


spared in 
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charging plant, warehouse accommodation, additional sidings, 

etc., with the result that a very high standard of efficiency has 

been attained. 

Amongst the many improvements taken in hand by the 
Company it would not be out of place to single out for special 
mention the vast improvements which have been undertaken 
in connection with the introduction of 20-ton wagons. At the 
six ports, Carditi, Swansea, Newport, Barry, Port Talbot and 
Penarth a scheme costing well over £2,000,000 has been com- 
pleted whereby 50 coal hoists are now capable of dealing 
with 20-ton wagons. As an inducement to colliery companies 
to adopt wagons of this capacity the Great Western Company 
allow 5 per cent. rebate on the carriage charges for coal carried 
in fully laden 20-ton wagons and a reduction of ld. per ton 
in the tipping and weighing charges. 

Whilst on the subject of appliances for the shipment of coal, 
reference may be made to the South Wales coalfield and its 
relationship to the South Wales Docks. It is a well-known 
fact that the industrial development of South Wales is primarily 
due to the existence of its coal-field—undoubtedly the finest 
in the world. The coal-field, which is approximately 80 miles 
in extent from East to West, and averaging about 15 miles 
from North to South, produces every variety of coal needed by 
varying commercial conditions the special 
advantage of being within a very short distance of the Great 
Western Company’s South Wales Docks where the greater 
part of the coal produced is shipped. In 1913 the output of 
the coal-fields of the United Kingdom amounted to over 
56 million tons, of which over 41 million tons were shipped 
at the South Wales ports, in the following proportions :— 
Barry, 11 millions; Cardiff, 10} millions; Newport, 6 millions ; 
Penarth, 4} millions; Swansea, 44 millions; Port Talbot, 
2} millions; Other ports, 2} millions. 

In addition to coal shipping appliances for dealing with this 
huge tonnage the Great Western Company have provided over 
500 miles of siding accommodation at or near the Docks at 
which coal is received pending shipment. 

The excellent dock accommodation, combined with the un- 
rivalled rail facilities and easily accessible fuel, has naturally 
attracted to the district innumerable works, manufactories, etc., 
of different kinds too numerous to mention, but the chiei 
amongst which is undoubtedly the manufacture of Iron and 
Steel. Hundreds of works have been established in close 
proximity to the ports and the importation of pig iron, semi- 
manufactured iron, ores, etc., and the exportation of manu- 
factured iron and steel and general cargo reach huge 
dimensions. 

Very heavy tonnages are also dealt with in pitwood and 
pit props, and also in patent fuel, both these trades being 
directly due to the existence of the coal-fields. 

In pitwood and pit props there is an import traflic of about 
two million tons through the South Wales Docks, most of 
which arrives from Norway, France, Portugal and Newfound- 
land. 

Patent Fuel is also a large and important trade, and at the 
South Wales Docks alone well over a million tons of this 
commodity is shipped annually in normal times, and has 
reached 2,000,000 tons in a single year. 

Great progress has been made within the last few years 
in the development of the oil trade in South Wales. The 
National Oil Refineries Ltd. have expended millions of money 
on this enterprise at Swansea and have made the port the 
greatest oil port in the United Kingdom, the trade in crude 
and refined oil and motor spirit in and out of the Swansea 
Docks amounting to over, 2,00U,0UU tons per annum. Cardiff 
also has a substantial trade in oil, installations having been 
made by Oil Companies at the Ely Tidal Harbour. 

The next tratlic in importance 1s that of grain, the annual 
trade at Cardiff, Barry and Swansea alone amounting approxi- 
mately to 750,000 tons. Modern mills are in operation at 
these ports, and at Cardiff the Great Western Company have 
introduced a floating grain discharging suction plant capable 
of discharging either into warehouse or barge alongside, or 
direct to trucks, at the rate of 120 tons per hour. 

The tinplates trade is another trade which has firmly estab- 
lished itself in South Wales. Swansea is the principal port 
for this commodity and the reputation gained by the Welsh- 
made plates has resulted in approximately 75 per_cent. of the 
output of the United Kingdom being manufactured at works 
in and around Swansea. 

Innumerable other trades use the South Wales Docks as 
an inlet or outlet for their traffic, including the Fruit and 
Fish Trades, whilst the number of vessels using the ports 
has naturally necessitated the provision of dry docks and ship 
repairing yards for the repairing of vessels. 
with both rail and water connection, are 
near to the South Wales Docks for the 


sites, 
and 


Excellent 
available at 


establishment of further works and factories. 
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Cardiff. 

ine Locks at Cardiff are comprised of the Queen Alexandra 
Dock, Koath Lock and basin, Last Dock and pasin, and Wesi 
Dock and Basin, and cover an area of deep water o1 16a acres. 
ihe first dock, the West Dock, was opened in 1889, and the 
most reccnt one, the Queen Alexandra Vock, was opened im 
1s. 

ine equipment of all kinds of import and export trattic 
is adequate; tor coal, there are 45 hoists and coalung cranes 
(1l Hoists which are capable of dealing with 2U-ton wagons) 
with a litt capacity of up to 70-ft. trom coping, whust tor 
general trathc there are over 100 cranes of varying capacities. 
une of the cranes is capable of lifting up to “U tons. ‘Lhe 
warehouse accommodation at Cardiff is excellent, extending 
in ail to no less than 970,000 square feet of floor space and 
some of the sheds are equipped with electric conveyors and 
pilers to facilitate the rapid handling of goods. 

The Docks at Cardiff are licensed for the importation of 
cattle. The cattle Landing Stage is at the Roath Dock where 
lairages (capable of accommodating 900 store or 500 fat cattle, 
in addition to sheep and pigs), abattoirs, chill rooms, rail- 
joading platforms and an auction sale ring of the most modern 
and complete description have been installed. 

The cold storage accommodation at Cardiff is of the most 
modern type and is situate directly alongside the quays. The 
store at the Queen Alexandra Dock has a frontage on the 
quayside of 3U0-ft. and a storage capacity of 300,000 cubic 
teet. The largest vessels can be berthed alongside and meat, 
etc., discharged from ship’s hold to stores or into refrigerator 
vans for immediate conveyance to destination. ‘The store at 
the Roath Rock has been erected on a jetty so that vessels 
can discharge on either side without being impeded in any 
way by other tratlic. Hydraulic lifts are provided to receive 
the deliveries from the cranes and distribute them to various 
floors. The capacity of this store is 100,000 cubic feet. 

The Company have also provided a 125-ton Floating 
Crane, which is available for use at any of the principal South 
Wales Ports. 

The following works have been completed during the year 
1929, in respect of Cardiff Docks :— 

New Cart Road Bridge over East Dock Outer Lock. 
Improved lighting and installation of Automatic contro! 
clocks for lighting and extinguishing the lamps. 

New fixed Coal Tip at West Dock to enable larger 
vessels to be loaded and bunkered. 

Coal shipping facilities at Roath Dock have been 
improved by transfer of two Coaling Cranes from the 
Queen Alexandra Dock, which are to be replaced by 
Modern traverser hoists. 

Improvements in facilities for dealing with Passenger 
Liners at Queen Alexandra Docks. 

New Sea Gates provided at Basin Entrance West Dock. 
New gates fixed at upper end of East Dock Inner Lock. 

In addition to the above mentioned the Company have 
authorised the following work which was not completed during 
1929 :— 

Two new traverser coal hoists at the Queen Alexandra 
Docks. 


Swansea. 

The first of the Swansea Docks—the North Dock—was 
opened in July, 1852, and soon after its opening it became 
evident that further dock accommodation was necessary and 
steps were taken to construct the South Dock. The increase 
in trade which followed the opening of the South Dock 
warranted the construction of a third dock, and to-day, less 
than 75 years from the opening of Swansea’s first dock, the 
number has increased to four docks and two basins., viz., 
the King’s Dock, Queen’s Dock, Prince of Wales Dock, South 
Dock and North and South Basin, covering a deep water area 
of 270 acres. 

Apart from coal, which naturally uses Swansea as an outlet 
owing to the proximity of the Western section of the coalfield 
the principal traffics dealt with are oil and tinplates, but Swan- 
sea, like other South Wales docks, is also efliciently equipped 
for dealing with all other traffics as well. The equipment 
includes 21 Coal Hoists (10 of which are capable of dealing 
with 20-ton wagons) having lifts up to 60-ft. from quay level ; 
119 Cranes (hydraulic and electric) of varying capacities 
up to 70 tons; nearly 800,000 square feet of Transit Shed ac- 
commodation. 

In addition to the traffics mentioned the fishing 
business has assumed large dimensions at Swansea and some 
15,000 tons of fish annually are brought into the Company’s 
up-to-date market at the South Dock. 

The facilities for dealing with general cargo at Swansea 
Docks have been greatly improved. Nine 5-ton quick-acting 
hydraulic cranes, fitted with 3-ton grabs, have been provided 
at No. 4 Quay, and three 3-ton electric luffing cranes opposite 
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New Transit Shed with Two New General Cargo Berths on the Mole, King’s Dock, Swansea. 


























Coal Hoist being moved bodily from Town Dock to Alexandra Dock, Newport, by the Company’s new 
125-ton Floating Crane, : 
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No. 1 Emergency Shed, King’s Dock, whilst three electric 
cranes have been erected at No. 1 Quay, King’s Dock. The 
Mole at the east end of King’s Dock has been equipped to deal 
with general cargo traffic. A two-storey shed has been erected 
(352-ft. long by 75-ft. 6-in. wide) and two new berths provided. 
The Shed is equipped with two 4-ton gantry cranes on the 
ground floor, and the quays with eight semi-portal 3-ton electric 
lufling cranes, four on each side of the shed. 














Three New 3-ton Hydraulic Cranes, discharging Pitwood, 
at Roath Dock, Cardiff. 


The following works have also been carried out during 1929 
in respect of Swansea Docks :— 
New Hump Yard constructed at Briton Ferry Road with 
reception road and sorting sidings for dealing with 
empty coal wagons. 
Electric travelling Cranes have been provided in the 
Transit Shed to expedite handling of tinplates traffic. 
An anti-breakage device of the bucket conveyor type 
brought into use experimentally to prevent breakage of 
coal at shipment. 
The following works are in hand, but were not completed 
during 1929 :— 
The cart roads are being improved. 
The extensive repairs to West Pier. 
Renewal of West Outer Roundhead. 
Newport. 
Newport is situated on the estuary of the River Usk and is 
close to the eastern end of the South Wales Coalfield, zone 
of the famous steam-coal collieries being only six to eight miles 


away. 

The Dock consists of the Alexandra (North and South) 
Docks. The Alexandra (North and South) Docks, 
which are divided by a junction cut, are entered by 


one of the largest deep-sea lock entrances in the world, being 
1,000-ft. long by 100-ft. wide. 

The Alexandra (North) Dock was opened in 1875, 
whilst the South Dock was opened for traffic in three 
parts—20 acres in 1893; 48 acres in 1907; and 27 acres in 
1914. As indicating the way in which the trade of the port 
responded to the dock enterprise it is interesting to note that 
the tonnage of goods dealt with at the docks in the first com- 
pleted year after the opening of the Alexandra (North) Dock 
was about one million tons, whilst recently nearly eight million 
tons were dealt with in one year. 

The appliances in use at the Newport Docks are up-to-date 
and are capable of dealing with all classes of trafic. From 
the point of view of tonnage, coal takes first ‘place, but 
large quantities of other traflics, including iron ore, iron and 
steel, timber, pitwood, and tinplates also pass through the 
Docks. 

The accommodation provided also includes a large coal store 
near the western end of the South Quay, with a storage 


capacity of about 500,000 cubic feet, and is available for use 
in connection with general import or export trade. 
The following work has been carried out during 1920:— 
Transfer of two 2-ton Coal Hoists from Town Dock to 
Alexandra North Dock. 
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The following works are in hand but were not completed 
during 1929:— 

Reconstruction in ferro concrete of the timber stage, 
North Dock. 
Transfer of nine 3-ton hydraulic Cranes from South 
Quay to new ferro concrete Wharf and provision of 
nine new 3-ton Electric Level Lutting Jib Cranes on the 
South Quay. 


Barry. 

Barry Docks have a deep-water area of 114 acres and con- 
sist of three docks, Nos. 1, 2 and 3. All three have been 
constructed within the last forty years, essentially to cope with 
the increased demands for Welsh Coal. 

Excellent coal shipping facilities have been provided at the 
Docks and 41 hoists have been installed, 7 of which are 
capable of dealing with 20-ton wagons. 

The Decks are more particularly designed for the rapid 
shipment of coal, and in the year 1913, the last complete year 
unaffected by the war, a total of 11,059,711 tons were shipped 
—a very remarkable record. 

The second largest traffic dealt with at Barry is Pitwood 
and Mining Timber, whilst an extensive business is also done 
in grain and flour. 

The following work has been carried out during 1929:— 
Provision of Electrical Pumps at Transit Shed, No. 2 
Dock. 

In addition to the above mentioned, the Company have 
authorised the following work which was not completed during 
1929 :— 

Renewal of Western Jetty at Deep Sea Lock. 


Port Talbot. 

Port Talbot is the youngest port in the group of the Great 
Western Railway Company's Docks and in the Bristol Channel, 
the present accommodation, facilities and equipment dating from 
1898. The deep-water area embraced in the dock is about 
90 acres. 

There are eight modern hoists and three belt conveyors for 
the shipment of coal and extensive provision has also been 
made at the General Cargo Quays for the loading and dis- 
charging of cargoes other than coal. 

The following works have been carried out during 1929:— 

Improvements to No. 10 Belt Conveyor. 




















New Experimental Anti-breakage Appliance at Swansea Docks. 


Penarth Dock and Harbour. 

Like Barry, Penarth is more particularly designed for the 
rapid shipment of coal. Taking the Dock Basin and Harbour 
together, there are 18 coal shipping appliances, included in 
which there are the four movable hydraulic tips of the North 
side of Penarth Dock Basin where steamers have been loaded 
at the rate of 1,000 tons per hour. 

The following new work has been completed during the 
past year :— 

New Middle Gates provided, 
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In this brief sketch of South Wales Ports it has only been 
possible to deal with their most salient features, but enough 
has been said to show that the possibilities of development 
are exceedingly great. 

Since the Great Western Railway became the proprietors 
of the South Wales Docks, they have pursued a policy of 
continuous improvements of the facilities, and have spent large 
sums of money in reconstructing existing appliances and pro- 
viding new ones, in order to keep the Docks machinery and 
equipment generally thoroughly up-to-date. 

Not only have the Company spent huge sums of money on 
improvements and additional equipment, but they have made 
very substantial reductions from time ta time in dock dues 
and charges, and in consequence the Dock Dues and Charges 
of South Wales are among the lowest in the country. 

With the object of making more widely known the exten- 
sive facilities at the Company’s Docks, a cinematograph film 
has been prepared, and this is being exhibited to all the 
principal industrial towns in this country. It has 
been shown in Norway, Sweden, Denmark and Germany, and 
later on will be exhibited in the United States and Canada. 

The Company has spent this money because they have felt 
that the trade depression of the past few years must sooner 
or later find rock bottom. There is now every indication that 
rock bottom has been reached, and the Great Western Com- 
pany are fully alive to the needs which must arise in the 
recovery of trade which is slowly but certainly taking place. 
The fact that the upward movement of trade is gradual, is 
the best augury for its continuance, as experience has pre- 
viously shown that a sudden ‘‘ boom ”’ in trade is usually 
followed by a countervailing decline below the average level. 

We have seen indications of the trade recovery in the 
Shipping World, several South Wales Ship-owning firms hav- 
ing placed orders for new tonnage, a steady revival in the 
Coal and Iron Trades, and ship repairing returning to a more 
normal level. All these signs indicate that definite improve- 
ment is taking place. It is for all concerned to view the future 
with optimism and endeavour not only to recapture lost trade, 
but to seek avenues for new trades. It can safely be said that 
the practical efficiency of the facilities at the South Wales 
Ports is considerably greater than the present demands. 

That the Great Western Railway Company have done, and 
are still doing their part in the encouragement of Trade to 
the ports, there can be no denying, but without the co- 
operation of Ship-owners, Merchants and Manufacturers, the 
return to normal will be retarded. 

In addition to the new works and improvements which are 
set out under the various Docks, it must be appreciated that, 


in addition to the works already mentioned, the Company 
have spent some several hundred thousand pounds on the 
general maintenance of the Docks under their control during 


1929. 


New Cross-channel Steamer. 

The Company have in hand the building of a New Cross 
Channel Steamer, which it is anticipated will be delivered 
during the early part of this year. 

The generat particulars of the vessel are as follows :—Length 
overall, 290-ft.; Breadth moulded, 41-ft.; Depth moulded, 
17-ft. Draft, with fresh water tanks full, necessary stores and 
crew, and about 100 tons of Oil Fuel and about 200 tons of 
Cargo, trimming tans as necessary, not to exceed 13-ft. 6-in. 


Plymouth Dock. 
The following works have been carried out during the year 
1929 :— 
Improvements to Grain Hopper Weighing machines to 
facilitate handling of Grain Traffic. 
New Electric Crane for handling baggage ex Passenger 
Tenders. 


New Tender, “ Sir John Hawkins.” 

In order efficiently to cope with the increase of passenger 
and mail traffic into Plymouth, the Great Western Railway 
Company has just had built a new tender, the ‘* Sir John 
Hawkins,’’ which was placed in commission at Plymouth 
Docks on july 8. The new vessel replaced the smaller tender, 
‘* Smeaton,’’ which has been withdrawn from 

The ‘‘ Sir John Hawkins ”’ is thoroughly. up-to-date and 
every care has been taken to ensure the utmost comfort of the 
passengers. The vessel is equipped with a luxuriously up- 
holstered lounge and smoke room, and_ is_ steam-heated 
throughout, a new feature which will be much appreciated 
by passengers during the winter months. A dining saloon has 
also been provided, also with ample space on the promenade 
deck for the storage of mails and baggage. 

The tender is capable of carrying over 500 passengers be- 
tween the liners and the docks, apart from tender service, the 
vessel is suitable for summer excursion traffic between Ply- 
mouth and the neighbouring coastal resorts. 

General particulars of the ‘‘ Sir John Hawkins,’’ which was 
built by Messrs. Earle’s Shipbuilding Company, Ltd., of Hull, 
are these :—Length overall, 180-ft.; Length between perpen- 
diculars, 170-ft.; Breadth, 43-ft.; Depth from keel to main 
deck, 15-ft. 9-in.: Draft with bunkers full, water tanks full 
and steam up and 200 tons of coal aboard, 12-ft. 6-in. aft., 
10-ft. for’d.; Speed, 12 knots; Indicated horse-power, 1,700 


service. 


Port of Southampton Topics. 





All Previous Records Broken. 


LTHOUGH at the time of writing the Southern Railway 

Company have not announced the official statistics in 

regard to traffic at Southampton Docks during 1929, 

consideration of the monthly returns for the year 

shows that the year saw the breaking of practically all previous 

records. Southampton has been the premier passenger port in 

the United Kingdom for some years now, but that the peak 

has by no means been reached yet is obvious from the steady 
increases which are regularly being recorded. 

Under eleven out of twelve headings were the existing records 
broken. The number of ships, both outward and inward, 
increased by about 175, the inward total in 1928 being 3,415, 
and outward 3,410. As a result of the advances the totals in 
the past year were approximately 3,580 inward and 3,585 out- 
ward. The increase in the number of vessels using the docks 
was not unnaturally reflected in the tonnage entering and 
leaving the port, and it is estimated that the incoming tonnage 
advanced by about 850,000 during 1929, and the outgoing by 
roughly 900,000, the aggregates for the twelve months being 
about 17,260,000 tons inward and 17,270,000 tons outward. 

This substantial jump is extremely satisfactory, but even so, 
the net tonnage totals are quite as pleasing. In that case there 
was an increase of about 485,000 tons inward and 510,000 tons 
outward, the totals being 9,140,000 tons and 9,150,000 tons 
respectively. 

With regard to cargo, a side of the port’s activities which 
the Southern Railway Company are keen on developing, the 
results were not quite so good. It is true that exports mounted 
by about 25,000 tons, from 570,000 tons in 1928 to approxi- 
mately 595,000 tons in 1929, but the imports showed a sharp 
decline, the decrease being in the neighbourhood of 50,000 tons. 
As a result of this, the amount of cargo handled dropped from 


666,000 tons to about 615,000 tons. The decline in cargo, 
therefore, outweighed the advance, and the deficiency of 1929 
compared with the previous year was about 25,000 tons. 

Southampton’s fame as the principal passenger port in the 
kingdom will be enhanced as a result of the past year’s work- 
ing. There was an inward increase of about 20,000 travellers, 
and outward the advance was nearly 15,000. These were very 
satisfactory increases and bring the totals of passengers to 
approximately 248,000 inward and 292,000 outward. 

The fact that the year has been so successful is a remarkable 
tribute, not only to the facilities at Southampton, but to the 
staff of the Southern Railway Company, whose duty it is to 
accommodate, as well as to assist in clearing, the tonnage 
entering the docks. The efforts of the Southampton Harbour 
Board, too are an important factor in the steady progress of 
the docks. 


Dredging Scheme to be Proceeded with. 


At their meeting on January 23rd, Southampton Harbour 
Board had under discussion important proposals affecting the 
port, and decided to go forward on a £240,000 scheme for 
dredging the deep-water channels at the port. The upper part 
of the deep-water channel will be widened to 1,000-ft. at Hythe 
Knock and Netley Shoal and dredged to a depth of 35-ft. 
L.W.O.S.T., while the areas abreast of Calshot and Black 
Jack, Western Approach and Thorn Knoll will be deepened to 
88-ft. L.W.O.S.T. The work, which will be carried out by 
the James Dredging, Towage and Transport Co., Ltd., will 
be completed within five years, and the payment will be spread 
over eight years. It 1s estimated that the work will involve 
the dredging of six and a half million cubic yards of material. 

The scheme is a part of the Harbour Board’s intention to 
widen the deep-water channel to 1,000-ft. throughout and deepen 
it to 40-ft. 
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Port of Southampton Topics—continued. 


Spring Cleaning Liners at Southampton Docks. 

The spring cleaning season is in full swing at Southampton 
Docks. The giant floating dock has been working overtime 
and the docks have re-echoed to the clang of the rivetters’ 
hammers. The ‘‘ Majestic,’’ the world’s largest liner, was the 
first of the White Star giants to enter the dock, and to her 
14,000 square yards of hull were first applied scrubbing brushes 
and then six tons of paint. Over 200 tons of anchor and chain 
were then lowered to the bottom of the dock for inspection and 
cleaning. The ‘‘ Homeric ’’ (34,851 tons) followed the 
** Majestic,’’ and the ‘‘ Olympic *’ (46,439 tons) is dry-docking 
at the beginning of February. On these ships during their 
overhaui five tons of soap, 400 brooms, and 600 scrubbing and 
other brushes were used, while 2,300 curtains and valances 
interviewed the cleaner, and innumerable sheets, pillow slips 
and blankets were replaced. 

The overhaul includes the re-painting and re-enamelling of 
the three ships from stem to stern, a work which will involve 
the use of six tons of enamel and 54 tons of paint, repairs to 
window-panes, etc., will absorb 34 tons of putty, while other 
items on the repair bill include 120 quires of glasspaper, 150 
galions of varnish and 120 books of gold leaf. The overhaul 
of the ‘‘ Homeric ’’ included the construction of 30 extra bath 
rooms in new colour schemes of rose, Du Barry, pink, sea 
green, ivory and white. Furniture of new style will appear 
in many of the public rooms, and a number of tourist third 
cabin staterooms in the ‘‘ Majestic ’’ have been enlarged and 
re-furnished. 


Connection between Southampton and North Pacific. 

The inauguration by the East Asiatic Company of a connec- 
tion between Southampton and the North Pacific is an interest- 
ing development taking place this month (February), when the 
‘* Amerika,’’ the company’s fast new motor-ship, will call here. 
For some time the vessels of the company engaged on the 
Bangkok route have called frequently, and a useful connection 
has been developed with the Far East, but hitherto none of 
the vessels on the other services maintained by the line have 
called here. The ‘‘ Amerika ’’ is one of the largest vessels 
of the fleet and one of the latest ships. She is provided with 
luxurious accommodation, and the entire passenger accom- 
modation is situated amidships on the two upper decks. The 
voyage from Southampton to Los Angeles Harbour will be 
accomplished in about 23 days, and the vessel will call on the 
homeward run, 

Coinciding with this development in the North Pacific trade 
the East Asiatic Company are sending an increasing number 
of vessels to Southampton in connection with the old Bangkok 
Line. During February the ‘‘ Alsia,’’ the largest of the seven 
motor-ships engaged on the run to the Far East, will call. 
There is a third service in which it is hoped Southampton 
will be given a place, and that is between Hamburg and Kobe, 
with calls at Port Said, Singapore, Hong Kong, Shanghai, 
and Yokohama. 


Orient Liners to call at Southampton. 

The Orient Line have again made arrangements to send their 
mail steamers to Southampton during the height of the 
passenger season from Australia. Usually the vessels call at 
Plymouth, but it has been found to be more convenient to 
the passengers to bring them into the docks at Southampton 
during the height of the season. Six calls will be made, begin- 
ning with the ‘‘ Orvieto,’’ which arrives at Southampton on 
March 27th. The ‘* Otranto,’’ ‘‘ Orford,’’ ‘‘ Oronsay,’’ 
** Orontes,’’ and ‘‘ Orama,’’ will follow at monthly intervals. 

The Orient Line have also arranged a number of cruises from 
Southampton during the summer, and the ‘‘ Orford”? and 
‘** Otranto,’’ each of 20,000 tons, have been set aside for these 
trips. 

Pleasure Cruises of the P. and O. to start from Southampton. 

Southampton figures largely in the new cruising programme 
of the P. and O. Company, and the ‘‘ Viceroy of India ’’ and 
the ‘* Rawalpindi ’’ will both be seen here as pleasure ships. 
The growing use of Southampton as a base for ships carrying 
out pleasure trips is a welcome feature of port activities of 
recent times. 


German African Vessels at Southampton. 

Three of the largest of the vessels of the German African 
service have been at Southampton during the past month, the 
‘* Watussi,’’ her sister ship the ‘‘ Ubena,’’ the newest and 
biggest pair on the service, and the ‘‘ Adolph Woermann,’’ 
which was detained at Southampton owing to a mishap which 
involved the loss of her anchors and chain. The ‘‘ Wahele ’’ 
also made her first sailing from the port to West Africa on 
the altered schedule, whereby she and the ‘‘ Wadai ’’ take the 
West African sailings, releasing the ‘‘ Wangoni’’ and _ the 
‘* Ussukuma ”’ for the South and East Africa service. The 
‘* Ussukuma ”’ has also made her first sailing on the new 
schedule. 


” 


Blue Star Liner “ Arandora Star” visits the Port. 


An interesting visitor to Southampton during the past month 
was the Blue Star liner ‘‘ Arandora Star,’’ the first vessel of 
that line to embark passengers at Southampton. The liner 
was in these waters during the Schneider Trophy race last 
September, but never before have vessels of this organisation 
taken passengers at the port. The liner sailed for the West 
Indies on January 23rd, and as she has been set aside for the 
sole purpose of pleasure cruising she will be based on South- 
ampton for several months. In July she will go to Immingham 
for a series of trips to the Northern capitals, and will return 
to Southampton in September. The ‘‘Arandora Star’s’’ present 
cruise will last until March 10th. 


Transportation of Motor Vehicles. 

One phase of port activity at Southampton which has rapidly 
increased in recent years is the transportation of motor vehicles. 
There are now special facilities for the transport of private 
motor cars, both on the big liners and on the cross-Channel 
steamers, and large numbers’ of Americans and Canadians 
visiting Europe bring their cars with them. Last year the 
Automobile Association alone handled 1,600 cars or motor 
cycles passing between Southampton and Havre, St. Malo or 
the Channel Islands, while between two and three hundred were 
in and out from other parts of the world. The number of 
cars transported between Southampton and the Continent did 
not constitute a record, largely on account of the vaccination 
scare at several French ports in the summer, and motor traffic 
which normally would have passed through Southampton was 
diverted ‘to other routes. Frequently in the summer it is 
necessary to run cargo’ steamers to meet the demand for car 
accommodation. The passenger vessels cannot take more than 
six or seven at a crossing, but the cargo vessels can comfort- 
ably manage twenty. 


Retirement of Three Well-known Personalities. 

The beginning of the year has seen the retirement of three 
well-known shipping personalities in» Southampton, each of 
whom was connected closely with the White -Star liner 
‘* Olympic.’’ They were Mr. George W. Bowyer, who for 58 
years has been connected with the pilotage service of the port ; 


‘Captain W. H. Parker, C.B.E., R.D., R.N.R., the commander 


of the ‘f Olympic ’’; and Mr. J. H. Thearle, the-liner’s chief 
engineer. 

Since 1871 Mr. Bowyer has been successively associated in 
a pilotage capacity with Messrs. Lamport and Holt, Ltd., the 
Norddeutscher Lloyd, Hamburg Amerika Line, Union Castle 
Line,. and the American and White Star Lines. The world’s 
largest liners have been piloted by him, and he has on all sides 
earned high commendation for the way in which he has handled 
them. Many adventures came Mr. Bowyer’s way, especially 
during the war time, and his intention is to write a book of 
reminiscences. 

Captain Parker has been a popular personality since he 
entered the Atlantic trade of the White Star Line, and before 
that he was equally popular in the service of the Royal Mail 
Steam Packet Company. He was appointed to command the 
‘* Homeric ’’ in December, 1927, and to the ‘‘ Olympic ’”’ in 
October, 1928. Captain Parker was awarded the C.B.E. for 
war services. He is also a Fellow of the Royal Geographical 
Society. 

Mr. Thearle, who is a native of Liverpool and the son of 
a sea captain, went to the White Star Line from the Dominion 
Line, and served first in the ‘‘ Oceanic ’’ before being appointed 
to the ‘‘ Olympic ’’ as senior second engineer in 1911 when 
the vessel was built. Later he was promoted to be assistant 
chief, and finally chief in April, 1919, so that he has served 
for nearly 19 years in the ‘* Olympic.”’ 


Another Southampton Pilot to Retire. 


Another well-known Southampton pilot who will shortly be 
retiring is Mr. George Dawson, the senior Trinity House pilot 
ar the port. He has been choice pilot for the Royal Mail Steam 
Packet Co. and the Union Castle Line for a number of years, 
and the directors of the former company have shown their 
appreciation of his services by presenting him with a handsome 
wall tantalus, on the front of which is a striking representation 
of the ‘‘ Laughing Cavalier ’’ inlaid in burr walnut. The gift 
was handed over by Mr. A. N. Lubbock, a director of the 
R.M.S.P. Co., in the presence of a number of the leading 
officials of the company. 





WANTED. 


SHEAR LEGS, 80-ft. high, to lift about 75 tons, 
with or without pontoon. Write Box 2347, 
“Dock and Harbour Authority,” 19, Harcourt 
Street, W.1. 
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“Barnard”’ Self Dumping Grab, 
for Coal, etc., etc. 








“Barnard” Barrel Grab, for 
Dredging, etc. 


*-Barnard” Two Rope Type (one opening 
one closing) for Macadam, small slag, 
etc 





PLEASE 
POST YOUR ENQUIRIES TO :— 


RUSSELL ROAD, 
CUSTOM HOUSE, 
LONDON, €E.16. 


W™ GOODACRE & SONS, LIMITED 


Phone—Albert Dock 1741-2-3-4, Grams—* Goodacre,” London. Codes— A.B.C. (Sth Edition); Bentleys. 











VAR GOD AREROPA “THE DOCK AND HARBOUR AUTHORITY” NAR ANNONSORERNA TILLSKRIFVAS. 
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Constructional 








Horseley are specialists in Constructional 
Steelwork. Their vast experience of 
more than 150 years enables them to 
offer a service unequalled by any other 
organisation. 

Sound design and_ construction, high 
quality and strength characterise every 
Horseley structure. 





The World's most powerful and efficient Dipper Dredger. Fitted 


Ta hin, Dicedleloctrie delve with DC, Ward Leoserd control BRIDGES, PIERS, TANKS, STEEL BUILDINGS 


‘*Ruston-Bucyrus”’ Dipper Dredgers are 
the most efficient and economical mach- 
ines for excavating subaqueous rock. 


The 
We are prepared to supply Dredgers with 
buckets ranging in size from 2; to 15 cubic Orse ey 


yard capacity or special dredgers built to meet 


° e e 
any reasonable requirements. Operated by Bridge & Engineering Colid 
Steam, Electric or Diesel Electric Power. 
We also manufacture a complete range of excavating machinery, including HORSELEY HOUSE, 85, LIONEL STREET, BIRMINGHAM 


Shovels, Draglines & Grabbing Cranes to suit practically all excavating jobs. 
WRITE FOR SPECIAL CATALOGUE 


RUSTON-BUCYRUS, Ltde ccc coe oc tae 
LINCOLN - - ENGLAND callin ayaa discern 


GREENLY’S 


Telegrams : “Horseley, Birmingham.” 




















Smith Cranes have given unsurpassed service on 
the Docks and Harbours of the world for over 100 
years ; and our latest production, the Smith-Wall 
Level Luffing Crane, represents another notable 
advance in handling equipment. Write for 
illustrated Brochure fully describing 
this important 
development. 


































Thomas Smith é Sons (Rod/ey) Lid. Rod/ey, Leeds, England. 
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EN REPONDANT AUX ANNONCES VEUILLEZ MENTIONER “THE DOCK AND HARBOUR AUTHORITY.” 




















FEBRUARY, 1930. 





The Dock and Harbour Authority. 


Ceylon and Indian Notes. 





Colombo Port Matters. 


HE Ceylon Government has granted permission to Mr. 

A. Chellappa, accountant, Colombo Port Commis- 

sion, to retire from the public service with effect from 

February Ist, 1930. Mr. Chellappa has been granted 

three months’ leave from November Ist, 1929, preparatory to 
retirement. 

His Excellency the Governor has been pleased to sanction 
the appointment of Mr. A. Weerasinghe to act as accountant 
ot the Colombo Port Commission. He has been instructed to 
assume duties immediately. 

Mr. W. E. Wijeyesekera, assistant accountant, Colombo 
Port Commission, is acting as accountant in addition to his 
own duties from November Ist, 1929. 

The Crown Agents for the Colonies have selected Messrs. 
George Edward Hendrie and Joseph Pigdon for the posts of 
first engineer and second engineer, harbour tugs, respectively. 


Indian Shipowners’ Association. 


At a meeting of the Indian steamship owners recently, held 
at Bombay, it was decided to form a body to be known as the 
‘* Indian National Steamship Owners’ Association.’’ Amongst 
those present were Mr, Walchand Hirachand and Mr. Shanti- 
kumar N. Morarjee, chairman and agent, respectively, of the 
Scindia Steam Navigation Co., Ltd., Mr. A. E. Maskati and 
Mr. Shinkar, chairman and director respectively, of the Indian 
Co-operative Navigation and Trading Co., Mr. Javabhai Dhutia 
of Messrs. the Nawanagar Mercantile Marine Co., Mr. Vish- 
wanath of the Malabar Steamship Co., Mr. Syed Mohamed of 
the Eastern Steamship Navigation Co., Mr. Alum, secretary 
of the Bengal Burma Steam Navigation Co., Ltd., and Mr. 
Sarabhai N. Haji, M.L.A. Mr. Walchand Hirachand was 
it the chair. After some discussion those present resolved 
to form the Indian National Steamship Owners’ Association. 

At the meeting there was unanimous agreement in regard to 
the necessity for an Association to protect and promote Indian 
shipping interests. The object of the Association will be, 
amongst others: (1) to discuss and consider questions affecting 
the Indian mercantile marine in all its aspects; (2) to attain 
the advantages of united action for the representation of Indian 
shipping interests on public bodies in India and _ various 
Imperial and national organisations; (3) to make efforts for 
the spread of knowledge relating to shipping and allied indus- 
tries; and (4) to secure organised action on all subjects relat- 
ing to the interests of Indian shipowners directly and indirectly. 


Colombo Port Dredging. 


During the month of November the dredger ‘‘ Sir William 
Mathews ”’ was engaged in deepening the coal berths area, and 
was employed in Berth No. 27, North-East, and in dredging 
over site of mooring No. 32. During the month a total 
quantity of 24,050 cubic yards of dredged material was removed 
and deposited at sea. 

Trials of lighting arrangements for night dredging were 
held on the 19th and 28th, and these proved quite satisfactory. 

The dredger ‘‘ Sir John Coode ’’ was moved to a berth under 
the island breakwater for the north-east monsoon. 


Port of Karachi’s Foreign Trade. 


The statistics of the foreign trade of the Port of Karachi 
for November, issued by the Collector of Customs, show that 
the total value of imports (merchandise) amounted to Rs.2.66 
crores, an increase of Rs.20 lakhs, and that of exports to 
Rs.1.57 crores, an increase of Rs.10 lakhs as compared with 
the figures in the corresponding month of last year. The pro- 
gressive totals for the eight months ending November show 
a decrease of Rs.2.71 crores under imports and Rs.2.38 crores 
under exports at 13 per cent. under each head, as compared 
with the corresponding period in the previous year. 

The principal increases in imports during November as 
compared with the corresponding month last year occurred 
under oils (valued at Rs.29 lakhs—increase 22 lakhs) ; cotton 
manufactures (valued at Rs.64 lakhs—increase Rs.5 lakhs) ; 
and machinery and millwork (valued at Rs.17 lakhs—increase 
Rs.4 lakhs) ; while decreases occurred under vehicles valued at 
Rs.9 lakhs—decrease Rs.8 lakhs; woollen goods (valued at 
Rs.7 lakhs—decrease Rs.3 lakhs); and sugar (10,000 tons 
valued at Rs.32 lakhs—decrease 194 tons and Rs.2 lakhs). 

In exports the principal increases occurred under cotton 
(11,400 tons valued at Rs.74 lakhs—increase 4,700 tons and 
Rs.11 lakhs), and rapseed (2,500 tons valued at Rs.5 lakhs— 
increase 530 tons and Rs.1 lakh). A decrease, however, 
occurred under wool (1,300 tons valued at Rs.28 lakhs— 
decrease 240 tons and Rs.3 lakhs). 
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Trade through Ceylon Ports. 


Ceylon Customs returns for November reveal a considerable 
falling off in exports compared with the corresponding month 
last year, together with an increase in imports. The value 
of exports in November this year was: Rs.31,108,184, com- 
pared with Rs.34,709,222 in 1928 and Rs.42,224,177 in 1927. 
The value of imports in November this year was: Rs.34,190.194 
compared with Rs.32,652,522 in 1928 and Rs.42,224,177 in 
1927. Thus, Ceylon, in November two years ago, had a 
favourable trade balance of Rs.5,628,775, which, in 1928, was 
reduced to Rs.2,056,700, which this vear becomes an adverse 
balance of Rs.2,882,010. 

Taking the first eleven months of the present year, however, 
there is a balance in favour of exports of Rs.20,003,710, which 
is about the same as last year, though considerably less than 
i» 1927. As December generally shows an excess of exports 
over imports, it is likely that the year’s total of exports will 
exceed imports by approximately Rs.30,000,000—actuaily an 
increase on 1928. 


The following are the comparative value figures ia rupees 
for the three years :— 
1927.—Imports, 406,107,210; and exports, 479,421,176. 
1928.—Imports, 400,073,087; and exports, 417,618,989. 
1929 (eleven months).—Imports, 873,938,075; and ex- 
ports, 393,941,785. 
The volume of trade will thus be seen to compare fayour- 


ably with that of 1928, while imports will be almost as high 
as in 1927, though there is a falling off in exports compared 
with that year. 


Floating Museum in Colombo Harbour. 


An unusually interesting visitor that was in the Colombo 
Harbour during the past month was the Royal Danish Research 
steamer ‘‘ Dana’’ engaged on a_ round-the-world scientific 
expedition for the purpose of studying deep-sea animal and 
fish life. The leader of the expedition is Dr. Johannes Schmidt. 
The ‘*‘ Dana ”’ is officered by the Royal Danish Navy, and is 
under the command of Captain G. Hansen, and though out- 
wardly the vessel resembles a large fishing trawler, inside sle 
is like a huge floating museum, filled with multi-coloured 
specimens of deep-sea life. 

The expedition was arranged jointly by the Carlsberg 
Foundation and the Danish Government’s Committee for the 
exploration of the sea, and is honoured by the patronage of King 
Christian X. and Queen Alexandrine of Denmark, and Prince 
Valdemar, Admiral of the Danish Fleet, who is a brother of the 
late Queen Alexandra. The ‘*‘ Dana,’’ whose war-time uses as 
a British mine-sweeper have been so conspicuously converted to 
peaceful purposes, is now owned by the Danish Ministry of 
Agriculture and Fisheries, which will share with — the 
Carlsberg Laboratory the scientific benefits that accrue from 
the expedition. The ‘‘ Dana ”’ left Copenhagen on June 14th, 
1928, and made a leisurely way to Spain and Portugal, through 
the Mediterranean, calling at Morocco and Madeira; on to the 
West Indies, thence to Panama, over to the Marquesses, 
Tahiti, Cook’s Island, Samoa, Fiji to New Caledonia, and 
thence to New Zealand and Auckland. Afterwards the little 
vessel called at Sydney and Brisbane, then sailed across to 
the Torres Straits and back to the Dutch East Indies, calling 
az Saigon, Indo-China, Bangkok, Annam, Formosa, Shanghai, 
Manila, Mindanoa, New Guinea, Surabaya, Batavia, Padang, 
Balawan, and Nicobar Islands, and so to Colombo, from where 
she sailed for Mombasa and other African ports. 


Tampain Customs. 
Mr. H. W. Phear, the 


ventive Branch, Tampin, has returned from home leave. 


superintendent of Customs Pre- 


Minicoy and her Wrecks. 


That the little Island of Minicoy, off Ceylon, where recently 
the ‘‘ Hochst ’’ and the Lauterfels ’’ went aground, the 
former with fatal results, with its treacherous reefs and shoals, 
has been a frequent source of danger, is proved by the fact 
that as far back as 1862 sixty-seven years ago, the P. and O. 
liner ‘‘ Colombo ”’ carrying mails and passengers, was wrecked 
at the northern end of the island, on the identical reef on which 
the ‘* Hochst ’’ and the ‘‘ Lauterfels ’’ went aground. This 
wreck, which occurred in the month of November, was one of 
the earliest of which there is now a record, and after that, six 
other steamers and a barque have been swept on the coast or 
its vicinity besides the two German steamers. The following 
is the full list of the vessels wrecked off Minicoy since modern 


records were kept :— 
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1862 (November).— P. and O. ‘‘ Colombo.’’ 

1879 (Augusa).—S.S. ‘‘ Seagull ’’ (near Minicoy). 

1896 (July).—Barque ‘‘ Sierra Perima ’’ (near Minicoy). 

1899 (April).—S.S. ‘‘ Thrunseva,’’ off reef at north end of 

island. 

1903 (May 15th).—S.S. ‘‘ Umona,”’ off reef at north end. 

1905.—Tug, s.s. ‘* Crusader,’’ off the coast. 

1909 (April 19th).—S.S. ‘* Duffryn Manor,’’ on northern 

reef, 

1925.—P. and O. ‘‘ Nubia ’’ (near: Minicoy). 

Indian Mercantile Marine. 

The Government of India is convening early this month 
(January) a conference in New Delhi to discuss the question 
of development of the Indian mercantile marine with particular 
reference to Mr. Haji’s Coastal Reservation Bill. Invitations 
have been issued to thirteen representatives of shipping com- 
panies and interests concerned besides Mr. S. N. Haji. 

It will be remembered that, in reply to a question asked in 
the Assembly in September last, enquiring what steps the 
Government of India had proposed to take before the coming 
Delhi session towards the development of the Indian mercan- 
tile marine, Sir George Rainy, commerce member, stated that 
the Government of India had decided to bring the matter to 
H.E. Lord Irwin’s attention on his return to India, in the hope 
that a full and frank discussion between representatives of 
all interests affected might lead:to mutual understanding and 
agreement and that the good offices of the Government might 
contribute to a solution of the question of adequate participa- 
tion of Indian shipping in the coastal and overseas trade of 
India. 


End of a Merchant Fleet. 


The matter was placed before Lord Irwin on his return, and 
His Excellency decided to call a joint conference of repre- 
sentatives of interests concerned in the hope that, as stated 
ir. his address to the Associated Chambers of Commerce in 
December, 1928, solution of this difficult question may be 
found in a spirit of co-operation and goodwill. One of the 
measures proposed in order to secure rapid development of the 
Indian mercantile marine is the reservation of coastal trade 
for vessels owned and managed in India. The Government of 
India, for reasons which had been more than once explained, 
had been compelled to oppose the Coastal Reservation Bill. 
But they are in full sympathy with the widespread desire that 
India should possess a merchant fleet of its own, and they 
recognise that under the existing conditions there are serious 
difficulties to be overcome before the result can be achieved. 
The object of the conference will be to examine these diffi- 
culties and explore the possibility of removing them as a result 
of settlement agreed to by the shipping companies concerned. 
Foreign Interests Invited. 

The Government of India consider it desirable that repre- 
sentatives of principal companies engaged in coastal trade in 
India should be invited to attend the conference. The scope 
of the conference is not, however, limted to coastal trade, for 
the participation of Indian shipping in foreign trade of the 
country must inevitably come up for discussion. The Govern- 
ment of India, therefore, consider whether the invitation to 
attend the conference should not be extended to British ship- 
ping companies which trade regularly with India, though they 
de not ordinarily take part in coasting trade, but they have 
decided that this cannot be done: In so far as the foreign 
trade of India is controlled by conferences, it would be imprac- 
ticable to obtain attendance of persons authorised to speak on 
behalf of all the interests concerned, and on those routes where 
conferences do not exist, Indian shipping is already free to 
exchange in trade. The Government of India have, however, 
decided to invite the Chamber of Shipping of the United 
Kingdom to depute( if they so desire) a representative to attend 
the conference in order that British shipping interests may be 
fully cognisant of what passes and in the hope that he may 
be able to assist the conference with information and advice. 
The question of the development of Indian mercantile marine 
is not of interest to shipping firms only, but is one in which 
the whole commercial community is concerned. The Govern- 
ment of India have, therefore, decided to invite the Federation 
of Indian Chambers of Commerce and Industry and the Asso- 
ciated Chambers of Commerce to depute two representatives 
in each case to attend the conference. They attach importance 
to the participation in the discussions of leading commercial 
men who are not directly concerned in the management of 
shipping enterprises. 


List of Companies Invited. 


In accordance with what has been said in the foregoing para- 
graphs, invitations have been sent to the following companies 
and associations: The Scindia Steam. Navigation Co., Ltd.; 
the Bengal Burma Steam Navigation Co., Ltd.; the Indian 
Co-operative Navigation Co., Ltd.; the British India Naviga- 
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tion Co., Ltd.; the Bombay Steam Navigation Co., Ltd.; the 
Associated Chambers of Commerce; the Asiatic Steam Naviga- 
tion Co., Ltd.; the Federation of Indian Chambers of Com- 
merce and Industry; and the Chamber of Shipping of the 
United Kingdom. 


Cochin to Rival with Bombay. 


Cochin is to-day the eighth port of importance in India, 
but it is apprehended in certain Indian quarters, in view ot 
the vast strides made by it during the last few years, that the 
trade of the premier port in India, Bombay, will materially be 
affected as it will be diverted to Cochin. 

In this connection it will interest our readers to know that 
Cochin is the nearest port in South India for commerce from 
the west. It will be difficult to forecast by what proportions 
its trade will grow in the next twenty years, but in the course 
of the last twenty years Cochin has doubled her trade. It 
has been reported, though not confirmed, by official pronounce- 
ment that Cochin is to be the future naval base of India. It 
is not known how far this report is true, but there is no othe: 
place which by nature is so eminently fitted to accommodate 
a navy. If the report, unconfirmed as it is, materialises, our 
readers can more or less conceive what the future of Cochin 
will be. However that might be, Cochin is bound to become 
one of the great important emporiums of trade in the East. 

The following statement showing the development of its 
trade will be read with interest :— 


Import Export 
Year. Imports. Exports. Total. Value. Value. Total. 
In Thousands of Tons. In Lakhs of Rupees. 

1907- 8 sae 75 213 170 222 392 
1910-11 «. 202 97 320 237 298 535 
1920-21 ... 203 99 302 436 192 928 
1921-22 wo. Ol 124 355 472 515 986 
1922-23 .. 29 108 387 494 150 944 
1923-24 eae -- —_ ~- 562 475 1,037 


1924-25 . — — — 586 160 1,046 


1925-26 ... — _ - -_ “ - 








Junior Institution of Engineers. 


The following arrangements have been made by the Junior 
Institution of Engineers :-— 

Friday, February 7th, at 39, Victoria Street, S.W.1, at 
7.30 p.m. Ordinary Meeting. Hon. Members’ Lecture, 
‘’ Co-operation Between Technical Institutions and Industry,’’ 
by Mr. G. F. O’Riordan, B.Sc. (Eng.), M.I.Mech.E., M.I.A.E. 
(Slides. ) 

Saturday, February 8th. Annual dance at Portman Rooms, 
Baker Street. 

Thursday, February 13th, at 2.30. Visit to works of 
Walters’ Palm Toffee, Ltd. 

Friday, February 14th, at 39, Victoria Street, S.W.1, at 
7.30 p.m. Informal Meeting. Technical film, ‘f The Manu- 
facture of Staybrite and Stainless Steels,’’ at the works cf 
Messrs. Thos. Firth and Sons, Ltd., with notes by Mr. J. G. 
Hopcraft, M.C. (Associate). 


British Industries Fair (Castle Bromwich Section). 


For the third year in succession a mechanical excavator ‘s 
being shown at the British Industries Fair. Ruston-Bucyrus, 
Ltd., who have taken over the manufacture of excavators from 
Ruston and Hornsby, Ltd., are exhibiting a No. 4 Shovel. 

This machine, which weighs about 14 tons, will again 
demonstrate its mobility by arriving at Castle Bromwich Sid- 
ings and dismounting unaided from the truck, whence it will 
proceed under its own power to its position in the Fair Build- 
ings. 

The machine is full circle half-cubic yard Universal Excavator 
and differs from the previous exhibits by having a Diesel en- 
gine to provide its motive power. Diesel oil being the cheapest 
fuel obtainable, the operating costs of the Ruston-Bucyrus No. 
4 Excavator are kept extraordinarily low. In addition to be- 
ing a shovel, the machine can easily be converted for work us 
a dragline, drag shovel, skimmer, grabbing crane and _ lift 
crane. It will thus be seen that the machine offers the pur- 
chaser six different excavators in one. 

This shovel should make a special appeal to contractors 
visiting the Fair as it has been successfully employed for dig- 
ging foundations on new building schemes, cutting banks on 
road work, etc. 

For users of small excavators of this character it is im- 
portant to note that stand-by losses are entirely eliminated. 
As an alternative to the Diesel engine, the machine may be 
fitted with a petrol-paraffin engine. It is as easy to handle as 
a motor car and enables the excavating to be undertaken with- 
in a few minutes of starting. Where cheap electric power is 
available the machine can be fitted for electrical drive. 
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